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^^'EAR    AND    TEAR,    AND    DESTRtJCTION    OF    IRON    RAILS. 

We  had  hoped  that  ere  this  we  should  have  received  from  some  of  out 
correspondents  a  review  of  Mr.  EUet's  communications  on  "  the  cost  of  trans^ 
portation  on  railroads."  In  these  there  is  much  in  which  we  concur ;  but 
there  is,  on  the  other  hand,  so  much  of  error  mixed  tip  with  the  truths  that 
they  contain,  that  it  is  extremely  desirable  that  some  practical  engineer,  who 
has  constructed  and  managed  railroads,  should  review  them,  and  inform  the 
readers  of  the  Journal,  many  of  whom  are  large  stockholders  in  their  un- 
dertakings, where  the  views  taken  in  Mr.  Ellet's  papers  are  correct,  and 
where  erroneous. 

On  one  point  it  seems  to  be  geneiially  conceded  that  Mr.  E.  has  adopted 
most  exaggerated  views.  We  mean  in  relation  to  the  wear  and  tear  and  de- 
struction of  iron  rails.  This  has  been  hitherto  much  greater  apparantly, 
than  it  is  really,  from  the  disposition  of  railroad  companies,  both  in  England 
and  America,  to  progress  in  the  improvemeOt  of  their  superstructures  with 
the  increase  of  their  business,  which  has  led  them  often  to  substitute  a  heavier 
rail  for  a  lighter,  long  before  the  latter  had  given  out,  and  in  some  cases 
even  before  it  was  materially  injured.  It  is  obvious,  however,  that  what- 
ever may  have  been  hitherto  a  fair  allowance  for  the  wear  and  tear  of  iron, 
a  very  small  one  comparatively  will  be  sufficient  hereafter,  for  the  following 
reasons ; 

1st.  The  value  of  slow  motion  for  freights  is  now  beginning  to  be  gener- 
ally understood,  and  the  wear  and  tear  and  destruction  of  rails,  occasioned 
by  the  passage  of  a  train  over  a  railroad,  is  much  more  than  proportionally 
diminished  with  every  diminution  of  speed. 

2d.  The  locomotives  now  being  introduced  for  freights,  with  much  more 
adhesion,  and,  in  consequence,  much  more  capability  than  the  old,  have  their 
weights  more  equally  diffused,  and  less  on  a  single  pair  of  tcheels  than  the 
old,  and  the  motion  of  a  train  over  a  road,  drawn  by  such  a  locomotive,  is, 
therefore,  much  less  injurious. 

3d|.  While  by  the  use  of  these  effective,  bui  slightly  oppressive  machines, 
at  slow  motion,  the  passage  of  a  train  over  a  railroad  is  much  less  injurious 
jian  it  formerly  wan,  inasmuch  as  the  injury  to  the  rail  (that  arising  principal- 
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ly  from  the  passage  of  the  locgraotive  and  not  of  the  cars,)  is  but  little  more 
for  a  long  than  a  short  train,  the  amount  ol  injury  per  ton  conveyed  i» 
still  farther  diminished  compared  with  what  it  has  been,  m  consequence  o) 
the  increased  length  of  trains. 

For  the  above  reasons  it  is  obvious  that  Mr.  Ellct's  calculations,  as  to  the 
wear  and  tear  of  railroad  iron,  per  ton  conveyed,  deduced  from  roads  on 
which  high  speeds,  engines  with  great  weight  on  a  single  pair  of  wheels, 
and  short  trains,  are  run,  must  necessarily  be  immensely  exaggerated,  when 
applied  to  the  Reading  railroad,  on  which,  if  we  are  correctly  informed,  8 
wheel  engines,  at  a  moderate  velocity,  draw  trains  averaging  160  tons  nett,  and 
on  which,  it  is  believed,  that  engines  of  the  same  weight  with  those  now  em- 
ployed, so  constructed  as  to  have  the  benefit  of  their  whole  adhesion,  and 
with  the  weight  equally  divided  on  all  the  wheels,  (so  as  to  have  but  little 
more  weight  on  a  wheel  than  the  weight  on  an  ordinary  car  wheel,)  may 
draw  300  tons.  With  such  engines,  and  we  have  no  doubt  they  will  be  era 
long  introduced  on  the  Reading  and  other  roads,  the  iron  of  railroads  may 
be  expected  to  last  as  long,  with  slow  transportation  on  locomotive  as  on 
horse  power  railroads,  and  on  the  latter  the  wear  of  a  well  made  edge  rail 
may  be  considered  so  small  an  item,  as  to  be  scarcely  worthy  of  consider- 
ation. 

We  have  designed  in  the  above  remarks  only  to  advert  to  the  subjwU 
noticed  in  them,  by  way  of  inviting  the  attention  of  some  intelligent  and  prac- 
tical professional  gentleman  to  it,  and  to  the  other  elements  of  the  cost  of 
transportation  on  railroads  considered  in  Mr.  EUet's  communications.  We 
have  indeed  to  regret  that  those  members  of  the  profession  of  civil  engineers 
who  could  do  most  to  enlighten  the  public  mind  on  subjects  connected  with 
their  profession,  have  but  rarely  listened  to  our  appeals  to  thent  We  shall 
continue  to  hope,  however,  that  this  may  be  more  the  case  hereafter  than  k 
has  been  heretofore,  and  that  those  whose  experience  is  greatest  in  their  pro 
fession  may  be  willing  occasionally  to  present  through  our  columns  their 
views  on  important  professional  subjects  in  relation  to  which  it  is  desirable 
that  the  public  mind  should  receive  correct  impressions. 


BALTIMORE   AND   OHIO   RAILSOAD TRANSPORTATION   OF   HEAVT   FREIGHTS. 

Through  the  politeness  of  B.  H.  Latrobe,  Esq.,  chief  engineer,  we  have 
received  a  pamphlet,  entitled  "  Two  replies  of  the  Baltimore  and  Ohio  rail- 
road company,  to  interrogatories  propounded  to  the  said  company  by  tht 
house  of  delagates  of  Maryland."  The  main  object  of  the  inquiries  ap- 
pe&iB  to  have  been  to  ascertain  the  rates  pei  ton  at  which  "  the  railroad  com- 
pany would  engage  to  transport  coal,  iron,  etc.,  from  Cumberland  to  dam 
No.  6,  provided  an  arrangement  be  made  for  such  transportation  to  last  for 
two,  and  also  for  twelve  years,  or  permanently."  To  these,  and  other  in- 
quiries, the  company  replitd,  under  date  of  Ist  February,  1844,  as  follows, 
to  the  1st  and  3d  inquiries — the  answer  to  the  2d,  4th  and  5th  are  here  omit- 
ted, as  the  whole  subject  is  fully  answered  in  the  reply  of  the  company. 
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through  their  able  president,  Louis  McLane  Esq.,  in  answer  to  a  second 
call  from  the  house  of  delegates,  which,  with  the  accompanying  estimates, 
and  statements,  we  give  at  full  length. 

Ist  inquiry.  What  is  "the  lowest  rate  of  toll  per  ton  per  mile  at -which 
the  company  would  agree  to  transport  coal,  iron,  etc.,  from  Cumberland  to 
dam  No.  6,  etc. 

"  IsL  That,  provided  a  satisfactory  arrangement  be  made  within  the  en- 
suing twelve  months,  for  the  transportation  of  not  less  than  105,000  tons  of 
coal  annually,  in  equal  daily  quantities,  during  the  canal  season,  assumed  to 
be  250  days,  from  Cumberland  to  dam  Ntf.  6,  to  continue  for  twelve  years 
or  permanently,  this  company  will  engage  to  transport  that  amount,  or, any 
greater  quantity  not  exceeding  600,000  tons  as  afor^aid,  between  those  ooints 
at  1^  cent  per  ton  per  mile." 

2d  Inquiry,  Requests  a  "  statement  of  the  relative  cost  of  transportation 
by  means  of  the  railroad  and  canal  from  Cumberland  to  Georgetown,  and 
by  the  canal  alone,  if  fioished,",  to  the  latter  place. 

^'  3d.  That  this  company  decline  to  assert  positively  the  lowest  cost  of 
transportation  by  the  canal  alone,  if  finished  from  Georgetown  to  Cumber- 
land,  but  assuming  such  cost  to  be,  as  stated  in  the  report  of  the  canal  com- 
pany of  the  16th  of  November  last,  1  ^^^  of  a  cent  per  ton  per  mile,  the 
relative  cost  of  transportation  by  means  of  the  railroad  from  Cumberland  to 
dam  No.  6,  and  thence  by  canal  to  Georgetown,  and  by  the  canal  alone,  if 
finished  from  the  same  to  the  same,  will  appear  as  follows : 
"  Tolls  and  charges  on  railroad  to  dam  No.  6,  45  miles  at  1^  cent,        60 
**  Tolls  and  transportation  on  the  canal  from  dam  No.  6  to  George- 
town, 136  miles  at  1  {^i^,  cent  per  mile.  1  70^ 

•2  30i 

"■  The  cost  of  transporting  a  ton  of  coal  from  Cumberland  to  Greorge- 
town  by  the  canal  alone,  184^  miles,  at  the  above  rate  of  1  ,-^^, 
cent  per  ton  per  mile,  92  31" 

From  the  estimates  here  given,  which  have  unquestionably  been  made 
with  great  care,  it  will  be  seen  that  heaVy  freights  may  be  carried  on  a  rail- 
road at  very  low  rates,  and  at  a  fair  projit — where  the  trade  is  regular  and 
certain.  "^"^ 

'these  "  replies"  are  from  practical  men  who  have  been  long  in  the  school 
of  ebtperience — and  will  be,  by  many,  deemed  conchisive  answers  to  Mr. 
Elltit's  theory  in  relation  to  the  wear  and  tear  of  iron  rails. 

Office  of  the  Baltimore  and  Ohio  railroad  company, 

February  Ibtk,  1844. 
To  the  honorable  the  speaker  of  the  houst  of  delsgaUs : 

Sir  :  I  had  the  honor  to  receive  on  the  12th  inst,  the  order  of  the  house 
of  delegates  passed  on  the  10th,  and  having  at  the  earliest  day  practicable 
submitted  it  to  the  board  of  directors  of  this  company,  I  am  authorized  to 
transmit  the  following  reply. 

In  the  first  place,  the  board  desire  it  should  be  distinctly  understood  that 
the  investigation  into  which  the  house  of  delegates  have  been  led,  has  been 
without  their  prompting  or  knowledge,  and  that  in  responding  to  inquiries 
into  their  resources  and  business,  which,  by  exposing  in  detail  the  course  and 
results  of  a  single  branch  of  their  operations,  may  possibly  lead  to  errone- 
ous inferences  in  respect  to  others — without  a  like  opportunity  of  expiana- 
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tion — they  yield  only  to  a  sense  of  respect  due  to  the  legislature  of  the  State 
having  so  deep  an  interest  in  the  trade  and  revenues  of  the  road.  The  se- 
quel of  this  present  answer  will  satisfactorily  show  that  the  board  need  have 
no  other  objection  to  the  amplest  exposition  of  their  credit  and  resources,  and 
of  the  whole  range  of  their  transactions,  on  any  other  ground  than  that  al- 
ready indicated. 

The  board  have  at  no  time  heretofore  deemed  it  expedient  or  desirable  to 
make  expensive  preparations  for  the  transportation  of  any  considerable 
amouxU  of  coal  from  the  mines  in  Allegheny  county.  It  haa  been  quite  ob- 
vious to  them,  as  indeed  they  must  presume  it  will  be  to  all,  diat  withou|t  the 
facilities  of  railroad  communication  between  the  mines  and  Cumberland,  the 
article  could  not  be  brought  to  the  latter  point  in  quantities  sufficient  to  war- 
rant a  large  expenditure  in  providing  means  of  transportation  by  any  chan- 
nel whatever.  Up  to  this  period  the  ultimate  route  of  the  Bahimore  and 
Ohio  railroad  from  Cumberland  to  the  Ohio  river  is  too  indeterminate-to  au- 
thorise any  attempt  to  extend  it  to  any  part  of  the  coal  region,  and  it  is  only 
recently  that  the  board  have  seen  any  evidence  of  the  existence,  in  any  other 
quarter,  of  the  capital  sufficient  either  to  construct  a  road  to  the  mines,  or  to 
develope,  except  in  a  partial  degree,  their  resources.  It  would  be  manifestly 
unwise  in  this  company,  or,  as  it  may  be  presumed,  in  any  authority  what- 
ever, to  venture  upon  a  large  expenditure  to  acquire  the  capacity  to  accom- 
modate a  particular  branch  of  trade,  without  at  least  some  reasonable  assu- 
rance that  after  the  capacity  should  be  acquired,  sufficient  trade  would  exist 
to  employ  it ;  and  this  consideration  is  particularly  applicable  to  the  opera- 
tions of  the  railroad,  inasmuch  as  the  g^^ter  part  of  the  preparations  neces- 
sary for  the  transportation  of  coal  would  not  be  needed,  and  could  not  be  ad- 
vantageously employed  in  any  other  business. 

This  board,  moreover,  after  thorough  investigation  of  the  subject  in  all 
its  bearings,  have  placed  no  great  confidence  in  the  expectations  founded 
upon  the  rapid  and  extensive  developement  of  the  coal  of  that  portion  of  th« 
State.  If  the  requisite  capital  for  the  purpose  can  be  commanded,  they  have 
been  unable  to  discover  any  evidence  that  the  demand  for  ccmsamption  will 
be  such  as  to  authorize,  on  their  part,  at  least,  any  great  preparations  for  en- 
gaging in  the  trade.  They  have  become  convmced,  on  the  contrary,  that 
many  years  must  elapse  before  the  demand  will  require  more  than  100,000 
tons  in  any  one  year,  whatever  facilities  of  transportation  may  be  aflbrded. 
It  is  to  be  observed  also  that  to  justify  the  railroad  company  in  engaging  ex- 
tensively in  the  transportation  of  coal,  at  such  rates  as  would  bring  it  to 
market  upon  equal  terms  with  coal  of  other  St^a^  it  would  be  necessary 
that  the  trade  should  be  large  in  amount,  and  of  cef^ain  and  regular  supply 
throughout  the  year ;  of  which,  up  to  this  time  certajtaly,  there  has  been  no 
satisfiustory  assurance.  Of  the  capacity  of  the  comply,  with  those  advan- 
tages, to  engage  in  the  transportation  of  coal,  at  rates  extremely  profitable, 
and  at  the  same  time  so  k)w  as  to  eulude  the  apprehension  of  rivalry  from 
other  works — according  to  any  rate  of  charge  at  present  known — the  board 
have  never  doubted.  The  estimates  accompanying  this  answer,  and  the  large 
margin  of  profit  which  they  exhibit  upon  the  terms  assumed,  will  show  that 
if  the  board  would  be  content  with  a  nett  profit  of  six  per  cent,  upon  the 
capital  employed,  it  has  the  capacity  to  engage  in  the  trade  from  the  mines 
to  the  city  of  Baltimore  at  rates  below  any  other  mode  of  transportation  at 
present  known.  The  indisposition  of  the  board,  therefore,  heretofore  to  en- 
gage in  the  transportation  of  coal,  has  proceeded  from  no  other  apprehension 
than  the  want  of  certainty  and  regularity  in  the  amount ;  and  on  this  ground 
they  have  preferrMl  waiting  events,  and  to  test  the  practicability  of  develop- 
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meats  60  confidently  predicted  by  others ;  with  entire  confidaice,  at  the  same 
time,  that  if  those  expectations  should  be  realized  and  the  trade  in  coal  be- 
come sufficiently  regular  and  certain,  they  could,  at  any  time,  engage  in  the 
transportation  of  it  to  Baltimore  without  danger  of  serious  competition  with 
any  other  rival. 

Previous  to  the  order  of- the  house  of  delegates  of  the  25th  of  January, 
however,  the  board  were  officially  informed  by  the  president  of  the  Mary- 
land and  New  York  iron  and  coal  company,  that  he  had  procured  the  re- 
quisite funds  for  the  construction  of  a  railroad  from  the  works  of  that  com- 
pany to  Cumberland  and  was  anxious  for  the  completion  of  the  road  in  ihe 
shortest  possible  time.  The  same  officer  also  verbally  communicated  his 
desire  to  adopt  the  Baltimore  and  Ohio  railroad  to  Baltimore  for  the  trans- 
portation of  coal  and  iron,  if  this  company  would  engage  in  the  trade  at  such 
rates  as  would  enable  him  advantageously  to  do  so.  The  inrestigation  to 
which  this  application  led  only  confirmed  the  opinion  of  the  board  that  they 
might  engage  in  the  transportation  with  great  advantage  to  the  stockholders, 
and  upon  terms  which,  considering  the  speed  at  which  they  could  perform 
the  business,  and  the  superiority  el  the  Baltimore  market,  he  might  be  well 
content  to  accept  Under  such  circumstances,  they  felt  an  obligation  not  to 
withhold  their  aid  from  the  development  of  the  resources  of  that  important 
region.  The  order  of  the  house  of  delegates  of  the  25th  January,  there- 
fore, came  while  investigations  into  the  practicability  of  arrangements  for 
this  purpose  were  actually  in  progress.  A  few  days  subsequent  to  the  an- 
swer of  the  board  to  that  order,  the  president  of  the  Maryland  and  New 
York  iron  and  coal  company  submitted  a  further  and  specific  proposition ; 
and  it  may  be  proper  to  remark,  that  in  this  proposition  that  company,  of 
acknowledged  means  and  capacity,  does  not  appear  to  contemplate  a  greater 
amount  of  transportation  than  52,600  tons  per  annum  for  a  period  of  five 
years,  and  that  not  of  coal  only,  but  of  "  coal,  pig  iron,  bar  iron,  fire  bricks, 
castings,  and  other  manufactures  of  iron."  The  objectiof  the  proposition 
was  to  ascertain  the  terms  upon  which  this  board  would  transport  that  amoimt 
from  the  sni'nes  to  Baltimore,  if  the  Maryland  and  New  York  company 
would  make  a  railroad  from  the  mines  to  the  depot  at  Cumberland,  and  enter 
^nto  an  agreement  for  five  years  to  famish  a  freight,  for  one  train  of  cars, 
supposed  to  transport  ITS  tons  per  day  for  three  hundred  days  in  the  year.. 

In  answer  to  the  proposition,  this  board  have  ofleted  to  enter  into  an  en- 
gagement to  transport  that  amount  of  freight,  in  the  manner  proposed,  from 
the  mines  to  Baltimore,  at  one  and  one-third  cent  per  ton  per  mile,  a  distance 
of  188  miles,  with  ten  cents  per  ton  for  transportation  through  the  streets  of 
Baltimore ;  and  one  cent  per  ton  per  mile  for  188  miles  in  addition  upon 
lAanufactured  iron,  when  required  to  be  transported  in  house  cars ;  the  Mary- 
land and  New  York  company  to  load  and  unload  the  cars.  An  official  es- 
timate, forming  the  basis  of  this  offer  upon  the  part  of  the  company,  and 
showing  the  results  of  the  operation,  is  herewith  submitted,  marked  D. 

I  have  now  to  add  that  since  the  preparation  of  this  reply,  a  commtmica- 
tion  has  been  received  from  the  president  of  the  Maryland  and  New  York 
iron  and  coal  company,  announcing  the  acceptance  by  that  company  of  the 
foregoing  offer ;  and  stating  his  readiness  to  concluae  a  formal  agreement 
to  carry  out  the  arrangement. 

With  these  remarks,  which  have  been  deemed  pwper  for  a  full  under- 
standing of  the  whole  subject,  I  proceed  to  a  more  particular  reply  to  the 
several  questions  propounded  in  the  order  of  the  10th  instantJ 

IsL  The  terms  "  satislactorv  arxangement,"  in  the  answer  of  the  board 
of  the  1st  instant,  are  to  be  unoerstood  to  require  a  reasonable  assnrBoce  tiMt 
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the  amount  of  transportation  for  which  the  company  wonkl  be  compelled  to 
qualify  itself,  should  in  good  &ith  be  furnished ;  and  with  such  regularity 
and  punctuality,  during  the  period  assumed,  as  would  authorize  the  board  to 
engage  in  it  at  the  low  rates  proposed. 

If  such  reasonable  assurance  could  not  be  given  by  those  who  are  inter- 
ested in  the  trade,  and  who  are  seeking  the  means  of  reaching  the  market, 
it  is  not  perceived  upon  what  grounds  they  can  with  propriety. demand  a 
large  expenditure  of  money  for  the  preparation  of  any  means  of  transporta- 
tion. 

It  has  already  been  remarked  that  without  a  railroad  communicatioB  from 
the  Frostburg  mines  to  Cumberland,  it  is  obviously  impossible  that  the  re- 
sources of  the  former  can  be  sent  forward  in  quantities  to  justify  any  consid- 
erable preparation  of  any  kind ;  and  it  is  not  to  be  supposed  that  these  works 
will  be  constructed  until  the  market  shall  demand  an  adequate  supply,  and 
the  capital  be  provided  to  meet  such  supply.  As  the  basis,  therefore,  of  any 
"  satisfactory  arrangement"  contemplatCNl  in  the  former  answer,  the  board 
would  require, — First,  that  the  necessary  communications  from  the  mines 
to  Cumberland,  should  be  constructed ;  Second,  that  adequate  capital  for 
working  the  mines  to  the  proposed  eitent  should  be  provided ;  and  Tkird, 
that  responsible  parties,  engaged  in  the  business,  should  enter  into  an  agree- 
ment to  furnish  the  requisite  amount  upon  the  terms  and  in  the  manner  pro- 
posed. The  board  would  take  it  for  granted  thut  responsible  parties  would 
not  perform  these  things  without  a  reasonable  certainty  that  they  wou'd  find 
a  market  for  the  products  of  their  labor  and  capital ;  and  until  they  can  have 
such  certainty  they  would  not  be  justified^  demanding  extensive  and  tmne- 
cessary  expenditures,  of  which  they  could  not  avail  themselves. 

2d.  FoV  the  charge  of  1^  cent  per  ton  per  mile,  as  specified  in  their  an- 
swer of  the  1st  instant,  the  board  contemplates  a  ton  of  52,240  lbs. 

3d.  In  reply  to  this  answer,  and  in  illustration  of  other  parts  of  this  answer 
I  herewith  submit  a  report  and  estimate  of  the  superintendent  of  machinery 
and  repairs,  approved  and  confirmed  by  the  chief  engineer  of  the  company, 
marked  B.  From  this  it  will  appear  that  to  provide  the  necessary  "  convey- 
ances, cars  and  machinery,  to  accommodate  a  trade  of  106,000  tons,  annually, 
between  Cumberland  and  dam  No.  6,"  it  will  require  the  sum  of  eighty- 
seven  thousand  dollars,  and  for  additional  sideling  tracks  at  dam  No.  6,  three 
thousand  dollars,  making  together  ninety  thousand  dollars ;  and  "  for  the 
accommodation  of  600,000  tons,  annually,  between  the  said  points,"  it  would 
require  9450,000,  including,  of  course,  the  previous  sum  of  $90,000. 

4th.  Under  other  circumstances,  it  might  be  a  sufficient  reply  to  the  ques- 
tion to  state  that  the  company  expect  to  derive  the  means  to  enable  them  to 
engage  in  the  transportation  they  have  contemplated,  from  those  sources  from 
which  all  railroad  companies  aerive  the  means  of  maintainuig  their  works 
and  carrying  on  their  trade ;  and  that  this  board  is  quite  incapable  of  ven- 
turing to  engage  in  any  branch  of  trade,  without  a  just  reliance  upon  their 
ability  to  fulfil  their  engagements.  Upon  the  present , occasion,  however, 
the  board  desire  to  give  a  more  particular  answer. 

In  their  annual  report  of  October,  1642,  the  board  stand  pledged  not  to 
apply  any  portion  of  their  annual  revenue  to  the  extension  of^the  road  west 
of  Cumberland,  without  at  least  the  consent  of  the  stockholders ;  and,  ad- 
hering to  the  determination  to  prosecute  their  work  with  the  least  possible 
delay  to  the  Ohio  river,  they  would  deem  it  unwise  to  use  any  part  of  their 
fund  appropriately  applicable  to  the  extension  of  the  road,  for  the  purpose 
of  increasing  their  machinery  for  the  accommodation  of  trade  from  the  pre- 
sent terminus. 
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The  trade  upon  the  Bahimore  and  Ohio  railroad,  however,  is  obviously 
on  the  increase,  and  in  the  course  of  the  next  year  may  require  some  aug- 
mentation of  its  machinery  for  the  accommodation  of  the  regular  and  accus- 
tomed business.  For  this  purposf^  and  for  any  new  trade  in  which  the  board 
may  decide  to  engage,  the  ordinary  and  legitimate  resources  are  the  credit 
and  revenue  of  the  company.  From  one  of  these  the  capital  aeeded  for  the 
contemplated  transportation  of  coal  must  be  drawn,  and  that  either  wUl  prove 
entirely  adequate,  is  not  to  be  doubted. 

Of  the  solidity  of  its  credit,  this  company  has  just  reason  to  be  proud  ; 
and  they  have  the  gratification  to  know  that  under  its  financial  arrangements, 
the  improved  economy  in  its  operations,  and  the  continual  increase  in  its 
business,  its  credit  is  daily  becoming  better  entitled  to  public  confidence.  It 
nas,  at  all  times,  promptly  complied  with  its  obligations  to  the  State,  and  to 
individuals ;  its  ability  in  the  future  is  not  less  than  in  the  past ;  and  its  bonds 
now  outstanding  for  the  debt  incurred  on  account  of  the  Washington  road, 
are  in  demand  m  the  market  at  a  premium  of  five  per  cent  If  it  may  be 
assumed  that  capitalists  will  be  found  to  advance  the  requisite  funds  for  work- 
ing the  mines  which  are  to  yield  the  coal  for  transportation,  and  for  the  con- 
strul^tion  of  the  roads  necessary  for  its  conveyance  to  Cumberland ;  or  if  it 
be  probable  that  the  same  facilities  may  be  found  to  raise  the  millions  requi- 
site to  provide  other  channels  of  conveyance,  not  merely  dependant  upon  the 
developement  of  the  trade,  but  in  competition,  as  the  estimates  herewith  sub- 
mitted show,  with  a  work  in  full  operation,  capable  of  transporting  at  as  low 
a  cost ;  the  ability  of  this  company  to  raise,  upon  its  credit,  some  addition  to 
its  revenue,  to  be  employed  m  a  business  certainly  yielding  a  neU  ahnual 
profit  of  not  less  than  20  per  cent,  will  scarcely  be  deemed  less  probable. 

The  revenue  of  the  company,  should  it  be  proper  to  use  it,  presents  a  re- 
source equally  available. 

The  nett  revenue  of  the  last  year  amounted  to  nearly  $280,000,  and 
enough  is  already  known  to  authorize  the  presumption  that  for  the  present 
it  will  not  be  less  than  $300,000.  Hence  it  will  be  clear,  from  the  estimate 
already  referred  to,  that  to  accommodate  a  coal  trade  of  105,000  tons  per 
annum,  from  the  mines  to  dam  No.  6,  little  more  than  four  months  of  the 
nett  revenue  will  suffice ;  and  that  for  the  same  amount  of  transportation 
from  Cumberland  to  dam  No.  6,  a  much  less  sum  will  be  adequate.  It  is  to 
be  remarked  also,  that  upon  either  amount,  should  it  be  drawn  from  the 
revenue,  the  stockholders  will  annually  receive  nearly  20  per  cent,  from  its 
new  employment,  and  one-third  per  cent  upon  the  entire  capital  of  $7,000,000. 

Whether  the'4K>ard  will  resort  to  its  credit  or  to  its  revenue,  will  depend 
upon  the  best  view  they  may  take  of  the  interest  of  the  stockholders,  when 
it  may  become  necessary  to  resort  to  either. 

The  conviction  entertained  by  the  board,  of  the  progress  and  amoimt  of 
the  contemplated  coal  trade,  if  the  supply  for  consumption  should  immedi- 
ately require  the  transportation  of  1(^,000  tons  in  one  year,  they  are  quite 
confident  that  after  reaching  that  amount,  whenever  that  inay  be,  ibe  annual 
increase  from  that  time,  may  be  accommodated  from  the  profits  derived  from 
this  branch  of  trade.  It  may  well  be  supposed,  that  no  one  can  be  found 
so  sanguine  as  to  imagine  that  the  consumption  of  this  coal  will  at  the  end 
of  eight  years  require  the  annual  tralilportation  of  more  than  500,000  tons; 
and  upon  this  hypothesis,  the  statement  herewith  submitted,  marked  C,  will 
show  that  the  transportation  of  such  amount  at  that  period,  as  well  as  pre- 
vious thereto  will  be  maintained  by  the  profits  of  this  single  operation,  witb- 
o«t  further  recourse  to  the  revenue  or  the  credit  of  the  company.  If,  how- 
ever, the  board  should,  in  any  degree  be  disappointed  in  these  expectations 
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— ^wbich  they  by  no  means  apprehend — the  deficiency,  small  as  it  mast  ne- 
cessarily be,  may  be  readily  supplied  from  either  of  the  sources  already  in- 
dicated. 

5th.  In  reply  to  this  question  also  the  attention  of  the  house  of  delegates 
JB  particularly  requested  to  the  estimates  already  referred  to,  and  marked  B  ; 
which  were  taken  as  the  basis  of  the  previous  answer  of  the  board  of  the 
1st  instanlr. 

These  estimates  and  the  expenses  of  transportation  are  in  every  instance 
derived  from  the  actual  experience,  not  only  of  other  companies  but  of  this 
company  ;  an  experience  in  our  operations  of  many  years,  and  from  their 
uniformity,  and  the  economy  we  have  been  enabled  to  introduce,  all  estimates 
founded  upon  them  possess,  in  all  our  calculations^  the  most  satisiactory  au- 
thority. 

It  is  to  be  observed  also  that  the  principal  means  by  which  we  are  enabled 
to  engBge  in  the  transportation  of  coal  at  the  low  rates  referred  to,  are  found 
— 1st,  in  the  use  of  the  approved  heavy  engine,  possessing  nearly  triple  the 
capacity  of  those  formerly,  and  now  in  use  by  the  company — 58d,  m  the  com- 
parative cheapness  ofsthe  description  of  cars,  and  the  less  weight  they  are 
required  to  have  in  proportion  to  the  load  they  carry — and,  3d,  in  the  amount 
and  regularity  and  punctuality  of  the  trade. 

It  may  therefore  be  st&ted,  that  from  Ctmiberland  to  dam  No.  6,  a  distance 
of  45  miles,  the  cost  per  ton  per  mile  of  transporting  105,000  tons  in  250 
days  of  canal  navigation,  is  estimated  at  -,Vo'V  °^  ^  <^^'*^  1^  ^^  charge  be 
If  cent  per  ton  per  mile,  the  nett  profit  will  be  -f^^  of  a  cent  per  ton  per 
mile ;  and  upon  105,000  tons  transported  45  miles,  or  4,725,000  tons  carried 
one  mile,  it  would  be  $18,522,  being  upwards  of  20  per  cent,  upon  the  ca- 
pital employed,  and  more  than  one  per  cent,  upon  the  entire  cost  of  the  road 
of  45  miles  used  for  the  transportation.  Upon  the  same  quantity  transported 
from  the  mines  to  dam  No.  6,  and  requiring  a  capital  of  $102,000,  the  nett 
profit  would  be  $23,215,  being  nearly  23  per  cent,  upon  the  capital  employed. 

It  will  also  be  observed  that  the  expenses  of  transporting  105,000  tons  of 
coal  from  Cumberland  to  dam  No.  6,  include  interest  at  6  per  cent  upon  the 
whole  cost  of  machinery  employed  in  it,  as  well  as  every  other  item  of  cost 
arising  out  of  the  trade ;  and  the  estimate  also  allows  one-fourth  of  a  cent 
per  ton  per  mile  for  the  increased  wear  and  tear  of  the  road  due  to  the  ac- 
cession of  the  additional  trade.  Regarding  this  specific  transportation  be- 
tween the  said  points  as  no  part  of  the  general  trade  of  the  road,  upon  which 
all  the  present  expenses  of  working  it  are  charged,  it  was  deemed  unjust  to 
charge  the  new  trade  with  any  part  of  the  expenses  already  incurred,  and 
which  would  continue,  although  the  additional  trade  should  not  be  under- 
taken ;  and,  therefore,  it  is  not  doubted  that  one-fourth  of  a  cent  per  ton  per 
mile  will  prove  ample  allowance  for  the  additional  wear  and  tear  it  is  in- 
tended to  cover. 

In  any  view,  therefore,  whether  we  regard  the  investment  of  the  addition- 
al capital  in  (he  machinery  alone,  or  in  that  and  the  road  together,  it  is  pre- 
sumed that  the  transportation  proposed  will  be  considered  "  profitable." 

6th.  At  two  cents  per  ton  of  2340  lbs.  per  mile,  the  company  would  be 
Willing  to  transport  coal  from  Cumberland  to  dam  No.  6,  at  all  limes,  with- 
out reqarriog  a  stipulation  that  it  should  be  delivered  in  equal  daily  quanti- 
ties; and  would  be  willing  to  ■*  mcreaseks  tnachmery  for  that  purpose  ac- 
cording to  the  growth  and  requirements  of  the  coal  trade;"  provided  such 
trade  between  those  points  shall  be  et^ual  to  60,000  tons  per  annum,  and  th« 
company  not  be  required  to  transport  more  than  420  tons  in  one  day.  Or, 
if  the  trade  should  amoimt  to  100,000  tons  per  annum,  the  company  would 
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transport  it  in  the  same  manner,  and  at  the  same  rate  not  exceeding  840  tons 
per  day. 

7th.  Since  the  opening  of  the  road  to  Cumberland,  in  November,  1842, 
the  rate  for  the  transportation  of  coal  has  been  two  cents  per  ton  per  mile  ; 
and  until  there  should  be  greater  facilities  for  its  conveyance  from  the  mines 
to  Cumberland,  the  company  did  not  increase  its  machinery  for  the  accom- 
modation of  this  trade.  The  whole  quantity  of  coal,  other  than  that  for  the 
use  of  the  company,,  taken  from  Cumberland  upon  the  railroad  to  all  points 
amounted  to  5625  tons  of  2240  lbs. ;  and  all  that  was  offered  for  transporta- 
tion was  not  invariably  carried  when  presented.  There  was  occasionally 
abo,  "  delny  when  other  tonnage  was  seeking  transportation."  This  was 
the  consequence  of  an  insufficiency  of  machinery  to  transport  all  articles 
offered  for  that  purpose  ;  and  when  it  became  necessary  to  choose  between 
differ^t  articles  presented  at  the  same  time,  such  as  were  perishable  or  most 
valuable,  were  preferred.  Such,  moreover,  was  the  irregularity  in  the  de- 
livers of  coal  as  to  render  its  prompt  transportation  in  many  cases  imprac- 
ticable, even  if  the  company  had  been  better  prepared  for  the  trade.  The 
ligiiled  means,  during  tne  past  year,  for  the  transportation  of  coal,  was  well 
known  to  the  dealers  in  that  article,  who  without  any  expectation  of  its  im- 
mediate transportation,  must  have  delivered  it  with  full  knowledge  of  the  risk 
of  delay. 

8th.  The  highest  ascending  grade  on  the  railroad,  from  west  to  east  from 
Cumberland  to  dam  No.  6,  is  26iV  feet  per  mile. 

9th.  In  the  recent  answer  to  the  house  of  delegates,  it  is  stated,  that  upon 
a  railroad  from  the  mines  to  Cumberland,  worked  in  connection  with  the 
road  from  Cumberland  to  dam  No.  6,  and  with  the  same  machinery,  it  will 
cost  two  cents  per  ton  per  mile  on  the  former,  and  1|  cent  per  ton  per  mile 
on  the  latter ;  because  the  road  from  the  mines  to  Cumberland  is  but  ten 
miles  in  length,  and  dependant  for  its  revenue  entirely  upon  the  coal  trade. 
On  this  account  its  general  expenses  would  have  to  be  borne  entirely  by  that 
trade,  inasmuch  as  it  would  derive  no  such  aid  as  it  yiekied  to  the  Baltunore 
and  Ohio  railroad  from  the  travel,  and  transportation  of  burden,  by  which 
this  road  is  now  supported.  It  is,  therefore,  obvious  that  the  charges  cannot 
be  the  same  on  both  roads,  although  worked  by  the  same  machinery,  as  it  is 
supposed  in  the  recent  answer. 

Of  the  two  cents  per  ton  per  mile,  the  assumed  cost  on  the  road  from  the 
mines  to  Cumberland,  l-pj-^^  cent  would  be  received  by  the  Baltimore  and 
Ohio  railroad  for  transportation,  and  the  remaining  -,ViMr  cent  would  belong 
to  the  proprietors  of  the  former  road  ;  land  if  the  road  be  supposed  to  cost 
9150,000,  and  the  expenses  of  repairs  and  management  to  be  at  the  rate  of 
$600  ner  mile  per  annum,  it  would  require  a  trade  of  163,576  tons  over  its 
entire  length,  in  each  year  to  pay  an  interest  of  6  per  cent  per  atmum  upon 
the  cost  of  constructioa  It  might  indeed  be  questioned  whether  the  propri- 
etors of  a  railroad  from  the  mines  to  Cumberland  would,  for  some  time  to 
come,  be  justified  in  charging  so  low  a  rate  of  toll  as  two  cents  per  ton  per 
mile,  assumed  in  the  recent  answer.         I  have  the  honor  to  be,  sir, 

Very  respectfully,  your  obedient  servant,  . 
Louis  McLare,  President. 

IB.] 
Estimates  of  the  cost  of  transporting  eoalfrom  Cumberland  and  from  the 
Frostburg  mines  to  dam  No.  6,  on  the  Chesapeake  and  Ohio  canal — ex- 
tracted from  report  of  the  undersigned,  bearing  date  3lst  Jan.,  1844. 

lot  As  to  the  coat  of  transponing  coal  fitmi  CumbeHand  to  dam  No.  6,  by  the  Baltimore 
and  Ohio«ailn>ad,  ili8tance45  iiiilea.    Thu  eftumtecoateii)qptat«>theem|ilo]riDBi>tofloco- 
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motiTM  weighing  20  tons,  and  of  sufficient  power  to  transport  30  ran  canying  7  tMU  each, 
or  210  tons  of  coal  per  train,  and  that  three  locomotives  will  be  reauiied  to  peribnn  tb« 
work  of  two,  and  that  the  season  of  cajuJ  navigation  will  continue  250  days — can  loaded 
in  one  direction  only. 

ESTIMATED    COST    PES   DAY    OF    TRAIN    CARRYING   210    TONS    COAL. 

Interest  on  1  1-3  times  cost  of  locomotive  and  tender  per  working  day, 

(the  cost  of  engine  and  tender  being  estimated  at  810,000,)               -  S3  60 
Repain  and  renewals  of  engine  and  tender  at  9  cents  per  mile  run  with 

trains — 90  nulei  per  day,        -           -                                              -  8  10 

Oil  for  engine  and  tender,  1  1-2  gallons,  at  90  cents.            -            •  I  36 

Fuel,  3  tons  of  coal  at  81  68  per  ton,    -         ,   -            -            -            •  5  04 

Wages  of  engineman  and  fireman,  -                         .    :         .            .  3  50 

Wages  for  two  breakmen,  one  at  91  35,  and  one  at  SI,           -           -  ^  ^ 

Interest  per  woiking  da^  on  75  coal  can,  at  S3  80  each,    -            -  6  84 
Repain  and  renewids  of  can  at  a  1-4  of  a  cent  per  ton  per  mile— of  load 

hauled, 23  62 

Grease  for  cars.        .......  150 

Making  a  total  of  •  •  -  •  -  S55  80 

Being  at  a  rate  per  ton  per  mile  of  -  -  -  •  0-591  cents. 

Add  to  this  for  wear  and  tear  of  road,  bridges,  etc.,      ...  0-250      " 

And  for  contingencies,  ......  O-lOO      " 

The  total  cost  per  ton  per  mile  will  then  be        -  -  -  (^941  eenU. 

Two  such  trains  as  that  above  estimated  (with  leas  than  which  the  trade  could  not  be  so 
economically  conducted)  would  carry  105,000  tons  of  coal  from  Cumberland  to  dam  No. 
6  during  the  250  days  of  ctuial  navigation,  which  at  two  cents  per  ton  per  mile  would  yield 
a  nett  revenue  of  $50,037  75    at  1  1-2  ccnU  per  ton  per  mile,  826,412  75. 

The  amount  of  capital  requisite  to  procure  the  machinery  for  two  such  trains  would  be 
887,000. 

2d.  As  to  the  cost  of  transporting  coal  from  the  mines  in  the  vicinity  of  Frostburg  to 
dam  No.  G,  say  55  miles,  engines,  loiul,  etc.,  as  before — engines  working  two  days  and  lay- 
mg  by -the  third  for  examination — average  day's  work  of  engines  and  attendants  of  train 

ESTIMATED  COST    OF    TRAIN    PER    MOUND   TRIP    OP    110   MILES. 

Interest  on  1 .1-2  times  cost  of  engine  and  tender  per  round  trip,  (cost  of  engine 

and  tender  as  before,)       -            -            -             -             -            -             -  85  40 

Repairs  and  renewals  of  engine  and  tender  at  9  cents  per  mile  run,  with  trains,  9  90 

Fuel,  4  tons  coal  at  SI  per  ton,        ......  4  00 

Oil  for  engine  and  tender  1  3-4  gallons,  at  90  cents  per  round  trip,       -            -  1  57 

Wages  of  engine  and  fireman,  per  round  trip,          -             -             -            -  5  2S 

Wages  of  two  breakesmen,  one  at  81  25,  and  one  at  81  per  day,  per  round  trip,  3  37 

Inteiest  on  75  can  at  8380  each,  per  round  trip,     -            -            -            -  6  84 

Repain  and  renewals  of  can  at  1-4  of  a  cent  per  ton  per  mile,  of  load  hauled,  2H  87 

Grrease  for  can,        ........  187 

Total  cost  of  train  per  round  trip,  .....       $67  07 

Being  at  the  rate  of  -  •       ,    -  -  -  -   0-581  cents  per  t«n  per  mik. 

Add  to  this  for  wear  and  tear  of  road,  bridges,  etc.,      -  0-250  "  " 

And  for  cantengindes,         .....  0-100  "  " 

And  we' have  as  total  cost,  -  0-931  "  " 

Amount  o(  money  required  to  procure  the  machinery  to  run  two  trains  per  day  under 
the  above  system  would  be  102,000  dollan. 

The  quantity  of  coal  transported  would  be  the  same  as  in  the  former  case— 105,000  tons. 

Nett  earnings  at  1  1-3  cents  per  ton  per  mile  would  be  ...     823,215 

1  l-2cenU  """...  32,859 

"        "         13-4  cenu  ..  u  ..  ...       47,927 

"        "         2        cenu  •<""...  61,734 

The  cost  of  transporting  a  ton  of  coal  from  Cumberland  to  Georgetown,  by  railroad  to 
dam  No.  6,  and  thence  by  canal,  will  be  as  follows,  vis : 
First. — Supposing  tolls  and  charges  upon  the  railroad  to  be  1  1-3  cents  per  ton 
per  mile,  on  45  miles  wonid  be  -  -  -  -  -  -8060 

Ajad  supposing  charges  for  tolls  and  transportation  on  canal  to  be  the  same  as  as- 
sumea  by  the  president  and  directon  of^the  canal  company  in  their  report  of  the 
16th  November  last,  viz :  1  254-1000  ceitts  per  ton  per  mile,  on  136  would  be    I  7D  1-8 

Total  cost  of  transportation,  -  .  -  -        S3  30 1-2 

Second. — Should  the  charge  upon  the  railraad  be  fixed  at  1  1-S  cents  per  ton  per 
mile,  add  to  the  above       .......  07  1-8 

Total  CO*  will  then  be    -  ^^     -     .     -  .       •    ^      -  -   —   -   S  38 
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TUnL— Should  th«  charge  upon  the  nilioad  be  fixed  at  1  3-4  cento  per  too  per 

mile,  add  the  tether  lum  of ^^  ^-* 

Total  coat  wiU  then  be  -  -  -  -  -  2  « 1-4 

FoQith. — Should  the  charge  upon  the  railroad  be  fixed  at  3  cents  per  ton  per  mile 

addasbeibre ^^  ^"^ 

Total  coat  firom  Cumberland  to  Georgetown  wiH  thai  be  -  -    2  60  1-2 

I^fth.— Shoold  the  road  be  extended  to  the  minea,  add  for  tranqrartatioo  and 
charges  from  the  mines  to  Cumberland— say  ....        20 

Making  the  entire  coat  Tram  the  mines  to  GSeoi^getown,  -  2  80  1-3 

The  coA  of  ooBT^riag  K  ton  of  coal  firam  Cumberland  to  Georgetown  bj  the 

canal  alcme,  at  the  rate  above  assumed,  distance  184  1-3  miles,  would  be  2  31 

Add  to  this  the  cost  npcm  railroad  fimn  the  nunes  to  Comberiand,  which  upon  a 
road  10  short  as  10  miles,  with  no  other  support  than  that  derived  from  the  coal 
trade,  and  to  be  worked  independently  of  the  Baltimcne  and  Ohio  railroad  can- 
not be  nrach,  if  any,  less  than         ri-  -  -  -  -  -        30 

And  we  have  as  the  coat  to  Gecngetown,  by  railroad  to  Cuudterland,  and 
thence  by  canal,  -  -  -  -  -  -$2  61 

ReapectfiiUy  subnutted  by        James  Murbat, 
Engineer  of  machinery  and  repairs,  Baltimore  and  Ohio  railroad. 
Baltimore,  February  13,  1844. 

I  have  carefully  examined  the  preceding  estUBBtea  and  have  confidence  in  their  suffi- 
ciency  for  the  purpoaes  intended.  Benj.  H.  Latbobe,  Chief  Engineer. 

ANNUAL    B.ETUKN    OF   THE    MASSACHtTSETTS   KAIUIOADS   FOR    1843. 

In  preseatiag  an  abstract  of  the  Massachusetts  railroad  reports  for  the 
past  year,  we  have  to  regret  that  the  information  to  be  derived  from  the  ac- 
cumulated experience  of  years  is  much  less  than  might  have  been  expected 
—owing  to  the  absence  of  muck  of  the  detail  necessary  to  a  correct  under- 
standbg  of  railroad  statistics.  There  is,  however,  one  exception,  which  par- 
ticularly deserves  notice  and  commendation — we  lefer  to  the  Western  rail- 
road company,  which,  following  the  plan  of  the  Ituk  report,  has  given  us 
again  a  full  statement  of  all  its  expenditures,  classed  under  various  heads, 
and  afibrding  at  a  glance  the  cost  of  fuiy  one  department  of  the  business. 

Before  laybg  before  or  readers  the  usual  tabular  statement,  we  shall  offer 
an  analysis  of  each  of  the  reports,  with  such  remarks  as  may  be  suggested. 

Western  Railroad. — From  this  very  voluminous  report  we  notice  briefly 
such  matters  as  may  interest  the  general  reader.  The  receipts  for  1843  ex- 
ceed those  of  the  previous  year  by  961,194  23 — a  favorable  indication  of 
the  prospects  of  this  great  work,  as  yet  but  barely  entered  upon  its  regular 
business.  It  is  well  known  that  the  adoption  of  comparatively  high  or  low 
fares  has  during  the  greater  part  of  the  last  year,  seriously  occupied  the  at- 
tention of  this  corporation.  From  the  report  it  appears  that  the  determina- 
tion of  this  question,  as  &r  as  regards  freight,  was  easily  made — but  that 
with  regard  to  passengers  a  greater  difference  of  opinion  prevailed — owing 
to  a  want  of  co-operation  on  the  part  of  the  Boston  and  Worcester  railroad 
company,  the  reduction  of  fare  proposed  was  not  as  &irly  tested  as  had  been 
intended.  The  results  are,  however,  strikingly  in  fevor  of  the  reduced  rates. 
Prom  the  12th  of  April  to  the  Ist  of  December  the  fere  for  first  class  through 
passengers  was  reduced  to  two  cents,  and  for  first  class  way  passengers  to 
two  and  a-half  coits  per  mile.  The  fare  for  second  class  passengers  iappears 
to  have  been  about  two-thirds  of  this.  The  reduction  of  fare  has  added  most 
to  the  number  of  through  passengers,  and  of  theie  the  increase  is  propoY- 
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tionally  greater  for  the  second  class,  the  number  of  wbidb'  is  more  than 
doubled.  The  number  of  first  class  way  passengers  ia  but  slightly  iacreased 
while  that  of  the  second  class  has  gained  much  more. 

The  whole  nett  tonnage  of  the  road  has  increased  a  little  more  than  fifty 
per  cent,  while  the  through  tonnage  has  more  than  doabled.  ThaX  this  in- 
crease of  business  has  not  been  unprofitable,  we  may  judge  from  the  fact 
that  the  number  of  miles  run  by  all  the  engines  has  increased  but  about  1 1 
per  cent — 10  per  cent  being  the  increase  for  the  freight  trains. 

The  report  gives  in  detail  the  measures  which  have  been  taken  to  diminish 
the  expenses  of  the  company — these  are  chiefly  directed  to  the  reduction  of 
salaries,  and  in  some  cases  of  the  number  of  officers  in  the  service  of  the 
company. 

In  comparing  the  expenses  of  1843  with  those  of  the  previous  year,  se- 
veral items  are  to  be  noticed  as  not  included  ia  former  years,  and,  therefore, 
apparently  addmg  to  the  expenditure  of  1843 — among  these  we  notice  $6000 
as  a  settlement  for  the  collUion  damages  of  1841.  A  reference  is  made  to 
the  connection  with  other  railroads— of  these  it  would  seem  that  the  Boston 
and  Worcester  railroad  company  receive  most  profit  from  the  Western  rail- 
road, the  share  of  that  compahy  from  the  joint  business  for  1 843  being  $1 53,000. 
The  arrangements  at  present  existing  are  thought  to  be  onerous  tn  the 
Western  railroad  company,  and  are  about  to  be  revised. 

The  number  of  engines  and  cars  has  been  augmented  to  meet  the  increased 
busiaess  of  the  road.  Five  locomotive  engines  have  been  added  to  the  stock 
and  three  more  are  ordered. 

The  wood  sheds  are  now  sufficient  for  the  protection  of  upwards  of  20,- 
000  cords  of  loood.  The  expenditure  for  this  purpose,  and  for  the  supply 
of  water  for  the  protection  of  the  bridge  over  the  Connecticut  and  other  pro- 
perty firom  fire,  are  made  in  the  proper  spirit,  and  come  under  the  good  old 
rule  as  the  "  ounce  of  prevention." 

Another  item  of  expense  of  a  novel  character  is  deserving  of  notice — the 
erection  of  5000  feet  of  fence  to  protect  the  road  bed  from  snow  drifts — the 
result  is  stated  to  be  "  highly  satisfactory,"  and  this  mode  of  protection  will 
probably  be  extended.  When  we  find  under  the  head  of  snow  the  sum  of 
$11,867  45  expense  for  1843,  we  can  easily  imagine  the  necessity  ol  some 
defence  against  the  attacks  of  this  enemy. 

The  arrangemoits  of  the  depot  at  Greenbush  are  completed  upon  a  mag- 
nificent scale.  By  means  of  steam  power,  goods  are  transshipped  with  a 
difference  of  level  of  over  20  feet  between  the  ears  and  canal  boats.  The 
unfavorable  nature  of  the  site  has  added  to  the  expense  of  this  and  other 
necessary  arrangements  at  the  depot 

The  Albany  and  Wett  Stockbridge  railroad  has  been  complsted  at  tha 
cost  of  #1,736,342  78.  , 

I^  fine,  we  cannot  but  think  that  this  most  important  work  is  destined  to 
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become  as  profitable  to  its  stockholders  as  it  is  already  beneficial  to  the  pub- 
lic, It  if  tme  there  are  serious  difficulties  to  contend  with — a  mountain 
region  with  severe  grades,  subject  to  obstruction  from  snow  in  winter,  costly 
depots,  and  heavy  expenditures  at  various  points.  These  are,  however,  fully 
coonterbailanced  by  the  value  of  the  route  and  the  constant  growth  of  local 
as  well  as  through  traffic.  The  results,  too,  which  have  been  attained,  are 
for  the  first  two  years,  ever3rthing  being  comparatively  new  and  untried.  No 
doubt  a  judicious  economy  and  suitable  regulations  as  to  fiure,  together  with 
an  equitable  arrangement  with  various  connecting  roads,  will  lead  to  a  pros- 
perous condition. 

Berkshire  Railroad. — This  company  has  arranged  matters  so  that  the 
capital,  $260,000,  shall  exactly  meet  the  cost  of  the  road,  depots,  etc.  It  is 
now  loaned  for  7  per  cent  to  the  Housatonic  railroad  company,  and  no  sta- 
tistics can  consequently  be  furnished  by  the  owners  of  the  road.  The  small 
incidental  expenses  are  met  by  a  fund  appropriated  to  that  purpose. 

Boston  and  Lowell  Railroad. — This  company  in  the  full  tide  of  pros- 
perity has  given  a  very  short  and  rather  meagre  report — at  least  as  far  as 
statistics  are  concerned.  More  than  two-thirds  of  its  revenue  is  derived  from 
traffic,  in  connection  with  the  Boston  and  Maine,  Nashua  and  Lowell  and 
Ckmcord  railroads. 

A  dividend  of  8  per  cent  has  been  paid  out  of  the  profits  of  the  last  year. 
The  sale  of  the  old  iron  has  been  completed,  and  the  entire  cost  of  the  new 
having  been  formerly  charged  to  repairs,  the  difiference,  together  with  bal- 
lance  of  interest  account,  is  taken  from  the  cost  of  the  road — which  now 
stands  at  91,863,746  16.  All  calculations  of  annual  expenses,  based  upon 
the  previous  reports  of  this  company,  will  therefore  need  a  large  discount ; 
it  is  hardly  necessary  to  say  that  all  estimates  as  to  the  wear  and  tear  of  rail- 
road iron  will  need  a  like  alteration.  i 

Boston  and  Maine  Railroad.— S'mce  the  last  report,  this  road  has  been 
so  far  completed  as  to  be  in  use  throughout  its  whole  length ;  the  following 
statistics  will,  therefore,  be  of  interest : 
Amount  expended  in  construction  of  road  in  > 

Massachusetts,  8431,592  15 

do.  do.  New>  Hampshire,      723,058  11 

Total,  81,164,650  26 

Amount  expended  in  engines  and  cars,  d3,886  73 

do.         depot  and  other  buildings  in  Mass.^        21,146  78 
do.  do.  New  Hampshire.        17,666  43 

Total,  "  38,813  21 

do.         do.         other  miscellaneous  ex- 
penses in  Massachusetts,  46,914  85 
do.         da                    New  Hampshire,        46,734  67 

Total,  [  91,699  62 

Total  amount,  8l,384,049~72 
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Length  of  road  in  Massachusetts,  20354  miles. 


(( 


do.  New  Hampshire,  34  964 

do.  Great  Falls  branch,  2936     « 

Total,  68^44     « 

Length  of  road  in  side  tracks,  3*093      " 

Number  of  planes,  130— of  which  32  are  level,  57  ascend  and  40  descend 

from  Wilmington.     By  a  singular  mistake,  the  report  makes  these  grades 

1000  feet  per  mile,  we  presume  that  ten  feet  is  intended. 

The  greatest  curvature  is  1060  feet  radius ;  the  average  width  of  grade 

14  feet 

"  The  manner  in  which  the  aupentractiuv  u  laid  i*  m  fiiDoiwe : 
"  The  earth  excavationa  and  embankmenta  are  levelled  off  and  one  ami  a  hmlf  fisat 
of  sand,  or  gravel,  is  then  fiDed  on  to  the  road ;  the  aubailk'  of  piank  are  then  laid  lon- 
gitudinally, and  the  aleepen  of  chesnut,  cedar  or  haHrmrtar  are  laid  tranavenelj,  partly 
two  and  one  half  feet,  and  partly  three  fieet  apart.  Iron  raik  of  the  T  pattern  are  then 
laid,  anpported  at  the  joints  by  cast  iron  chaira,  and  spiked  to  the  sleepers ;  sand  or  gravel 
is  then  filled  in  between  the  sleepers. 

"  The  Maine,  New  Hampshire  and  Massachusetts  railroad  is  an  extension  of  the  Boston 
and  Maine  railroad,  througn  B<>rwick  so  as  to  intersect  the  Portland,  Saco  and  Portsmouth 
railroad  at  South  Berwick,  in  Maine,  and  the  Boston  and  Maine  raiboMd  have  contracted 


to  pay  the  stockholders  of  the  Maine,  New  Hampshire  and  iMassachusctts  railroad  compa- 
ny the  same  dividends  per  share  as  is  paid  to  tneir  own  stockholders.     By  virtue  of  tniii 
ent  there  has  been  received  by  the  Boston  and  Maine  railro«d  the  fands  of  the 


laine,  New  Hampshire  and  Massachusetts  railroad  company,  not  required  to  construct 
their  road,  and  their  surplus  funds  will,  upon  the  union  of  the  two  corporations,  be  applied 
to  the  payment  of  the  debt  of  the  Boston  and  Maine  railroad." 

The  above  named  roads  have  likewise  entered  into  a  contract  for  the  mu- 
tual advantage  and  co-operation  of  their  respective  lines. 

Although  this  road  has  not  been  completed  throughout,  and  in  operation 
for  the  whole  year,  a  dividend  of  6  per  cent,  has  been  declared  on  last  year's 
profits. 

Boston  and  Provideiue  Railroad. — During  the  past  year  18,606  new 
sleepers  have  been  laid,  about  13,000  will  be  required  this  year — the  rood 
is  said  to  be  now  in  better  order  than  for  several  years  past 

The  earnings  on  the  Dedham  branch  are  said  to  be  "  very  solisiactory," 
and  fully  to  compensate  for  running  a  locomotive  engine  for  the  accomn^o- 
dation  of  the  inhabitants  of  Dedham. 

An  arrangement  has  been  made  with  the  lines  from  New  York,  by  way 
of  Stonington  and  by  way  of  Norwich,  by  which  the  rates  of  fare  for  freight 
and  passengers  for  both  the  lines  are  the  same,  and  the  receipt  equalized, 
except  that  the  line  transporting  an  excess  receives  a  reasonable  compensa- 
tion therefor. 

The  amount  charged  to  the  account  of  construction  has  been  increased 
this  year  by  about  92000,  but  will  shortly  be  diminished  by  the  sale  of  pro- 
perty worth  over  915,000.  A  dividend  of  6  per  cent,  has  been  paid  for  the 
past  year. 

Boston  and  Worcester  Railroad. — Since  the  last  report  the  second  track 
has  been  laid  upon  this  road,  and  to  meet  this  and  other  expenses,  200O 
shares  have  been  created  and  taken  up  proportionally  by  the  stockholders. 
The  capital  is  now  $2,900,000. 
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The  second  track  is  laid  with  a  heavier  rail  than  the  first,  and  in  a  more 
substantial  manner,  being  therefore  better  adapted  to  the  present  heavy  traffic 
of  the  road. 

Two  trains  run  daily,  in  connection  with  the  Western  railroad,  to  and  from 
Albany,  and  one  train  daily  connects  with  the  Norwich  and  Worcester  rail- 
road, forming  a  daily  commui^cation  to  and  from  New  York.  A  perma- 
nent arrangement  has  been  made  with  the  Norwich  and  Worcester  railroad 
company,  by  which  the  joint  transportation  of  passengers  and  raerchandi2e 
OTer  both  roads  is  regulated  on  terms  said  to  be  ''  mutually  advantageous 
and  satisfactory,  and  also  advantageous  to  the  public"  * 

Beside  the  regular  through  trains,  three  trains  run  daily  in  each  direction 
between  Boston  and  West  Newton,  affording  accommodation  to  the  vicinity 
of  the  city,  and  relieving  the  regular  trains  of  their  heavy  loads  at  this  end 
of  the  line.  By  these  arrang«naents  it  will  be  seen  that  forming  impor- 
tant connections,  this  is  preparing  to  meet  the  vast  trade  to  which  it  is  destined 
and  which,  in  a  great  measure,  it  already  receives. 

(To  be  continaed.) 

<    For  tke  Ameriemn  RAilmad  Joarn*!  and  Machaniei'  Mmfazine. 

ON   THE   CAUSES   OF   THE   GENERAL    FAILCTKE   OF   CANALS   IN    AMEKICA. BT    W. 

R.    CA8ET,    CIVIL    ENGINEER. 

It  is  obvious  that  some  inherent  defect  must  exist  in  American  canals  gen- 
erally to  have  brought  about  the  present  deplorable  results.  It  is  true  that 
nearly  all  these  works  have  been  constructed  by  the  governments  of  the  dif- 
ferent States  and  Provinces  and  under  an  the  well  known  disadvantages  of 
that  system ;  and,  we  might  argue  with  some  reason,  that  in  the  hands  of  pri- 
vate companies  they  would  have  been  more  efficiently  as  well  as  more  cheap- 
ly completed,  owing  to  the  superior  sagacity,  integrity  and  skill  of  the  di- 
rectors and  engineers  of  works  carried  on  by  private  enterprize.  Thus  it  is 
no  uncommon  thing  to  see  a  president,  board  of  directors  and  engineer  at 
the  head  of  a  small  private  work,  costing  two  or  three  himdred  thousand 
dollars,  in  every  respect — character,  skill  and  wealth — incomparably  above 
the  government  commissioners,  boards  of  works  and  their  engineers,  en- 
trusted with  the  disposal  of  fbillions.  But  admitting  all  this,  it  would  merely 
show  that  the  cost  of  the  works  had  been  too  great,  while  in  practice  we 
find,  that  besides  this  obvious  disadvantage,  they  labor  under  the  still  greater 
one  of  having — practically  speaking — no  income,  as  in  the  case  of  the  Che- 
nango canal,  which  has  a  gross  income  of  about  $13,000,  on  a  cost  of  2^ 
millions.  The  following  extract  from  this  Journal  for  1839,  p.  363,  gives 
the  true  solution : 

"  In  ■ome  States,  the  ^rand  n^^mmt  wiD  be,  that  if  they  can  only  complete  the  woriu 
conuDenced,  a  revenue  k  immediately  certain,  which  will  render  taxation  to  pay  the  inter- 
eft  annecctsary.  That  the  completion  of  theae{irojecto  will  make  the  fbrtiuieB  of  inanv  in- 
diridtuk,  is  well  knovm,  bat',  fin- the  permanent  interests  of  the  State,  the  only  plan  is,  to 
sell  out  at  once  with  the  present  c<»nparatively  trifling  loss.  It  is  impossible  to  pay  too 
much  attention  to  the  &ct,  that  the  greater  part  of  the  works  projected  by  the  governments 
of  the  different  States  are  not  such  as  will  ever  be  of  any  essential  benefit,  and  when  we 
add  to  this  that  they  are  constructed  at  twice  the  cost  of  rimilar  works  in  the  hands  of  com- 
pmies,  an  generally  much  inferior  in  ezecutioa  and  always  managed  and  repaired  in  the 
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Bloat  ineSicient  manner — we  ahaUbe  at  no  Iom  to  account  for  the  praMnt  ea«ditian  of  Stato 
works  in  genera]."     (See  also  Civil  Engineers'  Journal,  toL  iii,  p.  134 — London.) 

The  only  canals  which  now  yield  a  surplus  are  the  Erie  and  Ohio  canals, 
owned  by  the  States  of  New  York  and  Ohio,  and  the  Delaware  and  Hud- 
son and  Schuylkill  canals,  owned  by  private  companies  in  New  York  and 
Pennsylania.*  The  Larkine  canal  in  Canada  was  productive,  but  being 
now  in  the  hands  of  a  "  board  of  works,"  is  not  likely  to  remain  so  mach 
longer.  Its  "  enlargement"  has  been  already  commenced.  Volumes  would 
not  convey  to  the  citizens  of  New  York  all  which  that  single  word  cod- 
jures  up. 

Had  the  Erie  and  Ohio  canals  been  left  to  their  own  resources  their  stock 
would  never  have  been  at  par.  The  former  received  six  milhons  from  tolls 
during  the  first  four  years  of  its  existence — nearly  its  entire  cost — and  the 
comptroller  shows,  doc.  40,  p.  45,  1844,  that,  charging  and  allowing  inter- 
est, the  balance  is  $4,179,291  46  against  the  canal — omitting,  of  course, 
the  enormous  sums  spent  on  the  enlargement  The  canals  of  Ohio  have 
been,  and  continue  to  be  supported  by  direct  taxation,  and  that  alternative 
has  become  neces^ry  here  for  a  few  years  at  least  The  two  private  canals 
above  alluded  to  lead  to  the  anthracite  region  of  Pennsylvania ;  one,  the 
Schuylkill  canal,  has  made  immense  dividends,  but  the  stock  has  fallen  great- 
ly, and  the  toll  has  been  reduced  to  three  mills  per  ton  per  mile !  the  other 
is  successful 

The  Erie  canal,  though  conferring  considerable  benefits  on  the  country, 
has  also  exerted  a  powerful  iofluAce  in  a  contrary  direction,  and  for  five 
months  of  each  of  the  last  four  years  it  has  been  complained  of — each  suc- 
ceeding year  more  biuerly — as  an  intolerable  nuisance,  injuring  alike  the 
western  producer  and  eastern  consumer  by  its  hideous  monopoly.  Canals 
intended  for  the  coal  trade  are  comparatively  little  affected  by  the  long  win- 
ters of  New  York  and  northern  Pennsylvania  ;  but,  canals  drawing  their 
main  income  from  the  country  through  which  they  pass,  and,  still  more  so, 
those  depending  on  the  trade  of  the  lakes,  have  their  usefulness  greatly  im- 
impaired  by  being  closed  during  the  winter  months.  This  objection  is  in- 
superable, becomes  stronger  every  year,  and  will,  in  my  opinion,  prevent 
the  undertaking  of  any  more  canals  in  the  couniry,  north  of  Philadelphia 
at  least. 

Again,  the  grasping  spirit  in  which  many  canals  have  been  projected  hat 
been  ruinous  to  their  prospects  for  any  reasonable  period.  The  enlarged 
Erie  and  the  Brobdignag  canals  of  Canada  were  each  to  bear  to  the  ocean 
the  trade  of  the  west ;  the  Lehigh  and  Schuylkill  canals  were  each  to  fur- 
nish the  avenue  for  the  coal  trade  of  the  country.  But  we  find  the  coal  as 
well  as  the  western  trade  flowing  through  numerous  channels  already,  and 
many  more  will  soon  be  added.  In  England,  canals  are  generally  success- 
ful, but  though  doing  an  immense  business  they  are  very  small,  some  of  the 
most  important  having  locks  only  eight  or  ten  feet  wide.     Again,  the  cajHtal 

*  Th*  canal  loond  tka  (allf  of  the  Ohio  U  of  conn*  omiltiri. 
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invested  in  all  the  private  canals  in  the  kingdom  is  only  £5,T75,000  sterling, 
about  the  sum  expended  on  canals  in  Nevir  York,  little  more  than  the  cost 
of  the  canals  of  Pennsylvania,  and  about  twice  the  probable  cost  of  the  ca- 
nals of  Canada.  What  a  contrast  between  the  views  of  those  investing  their 
own  money,  and  the  conduct  of  those  who  expend  the  money  of  the  public  \ 
Eighteen  millionsof  people,  with  wealth,  industry  and  enterprise  unparalled 
in  the  annals  of  mankind,  expend  in  fifty  or  sixty  years  about  thirty-four 
millions  of  dollars :  six  millions  in  Pennsylvania,  New  York  and  Can- 
ada, with  wealth  comparatively  nominal,  contrive  to  lay  out  about  sixty  mil- 
lions of  dollars  in  one  fourth  the  time.  The  capacity  of  these  little  English 
canals  is  immense,  their  cost  and  management  comparatively  slight  and  easy. 

A  boat  will  carry  about  30  tons,  and  as  one  of  the  old  single  locks  of  the 
Erie  canal  passes  116  boats  in  15  hours,  a  lock  little  more  than  half  the 
width  will  easily  pass  200  boats  per  24  hours,  and  is  abimdantly  adequate 
to  the  trade  of  any  canal  likely  to  exist  in  this  country.  The  English  ca- 
nals, with  a  small  amount  invested  in  their  construction,  accommodate  an 
immense  traffic,  and  are  as  valuable  to  their  proprietors  as  they  are  useful 
and  honorable  to  the  country.  Here  the  reverse  is  generally  the  case.  For 
example,  the  Genesee  valley  canal  will  cost  about  $60,000  per  mile,  the 
cost  of  the  Lowell  railway,  the  best  in  America  ;  the  income  of  the  former 
is  estimated  by  its  friends  at  one-half  of  one  per  cent,  per  annum,  the  actual 
income  of  the  latter  is  15  pet  cent  Again,  one  mile  of  the  Cornwall  canal 
in  Canada  cost  as  much  as  fifteen  miles  of  the  Champlain  and  St  Lawrence 
railway,  with  em's,  engines,  buildings  and  wharves,  and  it  will  be  fortunate 
if  the  income  frohmhe  twelve  miles  of  canal  equal  half  the  revenue  of  th.e 
railway.  The  two  private  railways  are  adapted  to  the  business  of  their  re- 
spective localities ;  viewed  in  this  light,  the  two  government  canals  are 
monstrosities  of  the  first  order. 

The  Ohio  canal  is  well  worthy  of  the  roost  serious  attention.  This  work 
is  above  300  miles  long,  is  without  a  rival,  cost  only  $4,000,000,  traverses 
the  heart  of  a  superb  country  containing  two  millions  of  inhabitants,  and 
connects  the  two  greatest  chains  of  inland  navigation  on  th^face  of  the  globe 
— the  Ohio  with  the  lakes.  Yet  the  gross  income  last  year  was  only  $322,- 
754  82,  yielding,  according  to  the  commissioners,  "  4J  per  cent  on  the  cost 
oi  the  canal."  Had  not  this  canal  been  constructed  at  the  moderate  cost  of 
$13,000  per  mile,  it  must  have  been  supported  by  taxation,  as  is  now  the 
case  with  the  other  ctmals  of  that  State,  for  some  of  which  money  has  been 
borrowed  within  a  few  years  at  7  per  cent !  though  their  sources  of  income 
are  far  inferior  to  those  of  the  Ohio  cAnal,  which,  in  feet,  ranks  next  to  the 
Erie  canal  Ten  years'  experience  on  this  canal  demonstrate,  in  a  manner 
admitting  of  no  cavil,  that  the  wealthy  and — for  America — ^populous  region 
of  Ohio  barely  supports  one  of  the  cheapest,  if  not  the  very  cheapest  canal 
in  the  country.  The  Erie  canal  has  oeen  a  complete  "  ignis  fatuus"  to  the 
other  States,  having  been  paraded  before  the  country  as  a  work  which  had 
cleared  its  prime  cost,  when  in  fiict  it  was  in  axears  for  interest     The  singv- 
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lar  advantages  ot  the  position  of  the  Erie  canal,  its  heavy  grants  and  peculiar 
privileges  render  it  a  dangerous,  a  ruinous  precedent.  The  following  ex- 
tract from  Hum's  Merchants'  Magazine  for  August,  1843,  gives  a  general 
view  of  the  causes  which  prevent  the  success  of  canals  in  this  country  : 

"  Well  projected  railways  claim  the  fitvorable  attention  of  the  merchant,  because  the^r 
offer  safe  and  profitable  investments,  besides  aiding  commerce  generaliy  by  their  imrivallecl 
facilities.  They  are  pectiliariy  adapted  to  this  country,  where  the  population  and  busineM 
are  so  scattered,  and  where  capital  u  not  abundant.  Unlike  canals,  the  cost  of  a  railway 
mapr  be  adapted  to  the  trade.  In  most  parts  of  the  country  a  railway  can  be  put  into  ope- 
ration for  about  S*20,000  per  mile,  including  engines,  can,  buildings,  etc.,  for  a  single  track 
— less  than  half  the  average  cost  of  the  Chenango,  Black  river  and  Gcneaee  valloy  canals, 
without  boats,  buildings,  horses,  etc.  Again,  a  nulway  carries  passengers  as  well  as  freight, 
and  both  throughout  the  year ;  so  that,  with  leas  than  half  the  cost  ot  the  canal,  its  receipts 
are  several  times  greater.  It  is  on  this  account  that  canals  must  be  coatructed  as  cheaply 
as  poesible,  to  have  any  chance  of  success  here.  Even  in  a  mineral  region — the  most  &- 
vorable  of  all — their  being  useless  half  the  year  is  an  insuperable  objectien  ;  and  this  again 
becomes  intolerable  when  advancing  civilization  renders  a  communication,  open  through- 
out the  year,  indispensable  to  the  community.  It  appears,  therefore,  that  tnree  vital  ob- 
stacles to  the  success  of  canals  exist :  their  enormous  cost,  compared  with  railways,  their 
small  income,  their  being  closed  nearly  half  the  year  in  this  wintrv  region.  The  two  last 
objections  are  insuperable,  and  will  as  effectnfily  deter  individuals  from  embarking  their 
own  means  in  canals  as  would  the  first.  With  politicians,  spending  the  money  of  the 
public,  the  case  is  reversed.  They  uniformly  prefer  those  works  which  require  the  largcHt 
expenditure  and  the  lonirost  time  to  execute,  these  two  conditions  furnish  the  best  "  oppor- 
tunities." The  $2O,OU0,0OU  spent  in  this  State,  on  works  which  can  never  be  required, 
afford  only  too  true  an  illustration ;  but  the  course  of  the  Canadian  government,  lor  the 
last  two  years,  distances  the  wildest  visions  of  the  wildest  western  Stales,  even  during; 
the  phrenzy  of  '36.* 

"  The  railways  diverging  from  Boston  in  all  directions,  which  have  been  projei-ted,  ex- 
ecuted and  managed  by  companies,  funn  the  only  successful  system  of  public  works  on 
this  Continent,  and  would  command  a  large  advance  on  their  total  cost." 

The  railways  of  the  Unittd  States  were  undertaken,  principally  by  indi- 
viduals, after  the  canals,  and  though  nearly  one  hundred  millions  of  dollars 
have  been  invested  in  them,  they  yield  about  five  per  cent  The  railways 
of  England — the  most  extraordinary  works  the  world  has  yet  seen,  and  ex- 
clusively the  results  of  private  enterprize — have  been  constructed  within  fif- 
teen years,  at  the  enormous  cost  of  £52,000,000,  and  yield  a  fair  return  on 
the  capital  It  is  obvious,  therefore,  that  their  sources  of  income  differ  ma- 
terially from  those  of  canals — in  other  words,  that,  though  both  may  succeed, 
a  railway  may  flourish  where  a  canal  cannot  exist.  For  example,  the  Mid- 
dlesex canal  has  been  abandoned, and  its  place  supplied  by  the  Lowell  railway- 

The  trade  of  the  canal  between  Liverpool  and  Manchester  has  increased 
since  the  opening  of  the  railway  between  those  points.  When  the  popula- 
tion and  trade  of  this  country  shall  approach  those  of  England,  it  is  not  im- 
possible that  canals  of  reasonable  dimensions,  cheaply  constructed,  may  suc- 
ceed in  some  of  the  more  southern  States. 


*  To  prevent  prroneoas  conclnatons,  it  may  be  well  tnitate  that  the  retourcAi  ofa  Britifth  Province 
diffar  DialeiiaiW  from  ihoaa  of  a  HtaM.  The  former  haa  tha  <Jutie>  Imperial  a>  well  as  Colonial,  and 
contribatea  notKinf  to  the  support  of  army  and  navy  ;  it  has  also  the  public  lands.  Henca  Canada, 
aa  a  Coloay,  bean  an  expeaditsra,  which,  as  a  Htate,  would  be  antit«ly  beyond  her  ability.  For  »e- 
%-arsl  years  no  statements  have  been  published  from  which  the  true  state  of  the  finances  of  the  Prn- 
vinca,  and  consquently  of  the  public  works,  coald  be  (leaned.  But  the  remarkable  man  now  at  the 
head  of  the  roveinment  will  unquestionably  force  from  the  Board  of  works  somethinf  definite  and 
tsfiKible,  and,  I  will  venture  to  prsdtct,  that  a  clear  straightforward  statement  of  the  sums  actually 
expended, the  probable — not  estimated — amount  required  to  complete  the  works  as  well  as  their  present 
and  probable  tutore  income,  will  litarally  **  astonish  the  nativoa.'*  who  srill  at  once  w«be  up  from  th«>ir 
puerile  discussions  of  colonial  abstractions  to  the  thorough  conviction  that  the  utrooat  ednrts  of  their 
able  goveranr,  a«  well  as  of  themselves,  will  be  r*qiiir«d  to  coantersct,  even  in  a  small  drptt,  tha 
witberinf  influences  of  a  debt  contracted  for  the  most  visionary  purposes — a  term,  I  fear,  far  too  nuW. 
nan  is,  of  course,  little  probability  that  tha  work*  cominaBced  will  ever  be  completed. 
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The  public  are  just  beginniog  to  appreciate  the  losses  sustained  by  the 
fire  months'  annual  sleep  of  the  canals,  and  the  papers  from  Boston  to  De- 
troit have,  during  the  past  winter,  teemed  with  invectives  against  the  law  of 
New  York  which  actually  denies  to  the  farmer  that  which  the  State  of  Ma- 
ryland accords  to  the  slave — the  right  to  send  his  produce  to  market  in 
any  way  be  pleases — by  turnpike,  railroad  or  steamboat  But  not  only  do 
the  canals  furnish  a  tedious  route  during  a  little  more  than  half  the  year,  but 
that  very  circumstance  tends  to  raise  the  cost  of  that  inferior  accommodation, 
for  the  cost  of  maintaining  them  would  be  nearly  the  same  were  they  open 
throughout  the  year,  and  the  income  would  be  greater ;  the  same  capital  and 
annual  expenditure  would  yield  double  the  income. 

The  advantages  of  the  Erie  canal  in  a  military  point  of  view  have  been 
painfully  dwelt  on.  Yet  it  can  never  be  more  than  a  very  humble  auxiliary 
of  the  private  railways  from  Albany  to  Buffalo  during  the  summer  months, 
its  opening  being  too  late  and  its  closing  too  early  to  render  it  of  any  value 
at  the  most  important  moments — the  conmienciug  and  closing  of  a  cam- 
paign. More  than  this,  these  very  works  have  been  built  in  spite  of  the 
canal  interest  which  is  still  an  incubus  on  the  spirit  of  honest  enterprize. 
Again,  the  Rideau  canal  is  a  truly  military  work,  y«t  a  railway  from 
Montreal  to  Kingston,  at  a  cost  of  four  millions  of  dollars,  would,  in  the 
rvent  of  war,  save  more  than  this  sum  annually,  and  would  render  that  por- 
tion of  the  province  impregnate  to  any  force  likely  to  be  brought  against  it 
It  would  also  clear  expenses,  ^d  three  or  four  per  cent  even  now.  So  with 
regard  to  Bufialo,  a  force  overwhelming  from  its  numbers  could  be  collected 
there  in  a  few  days.  During  the  late  insurrections  in  Canada  the  £40,000 
sterling,  invested  by  a  few  individuals  in  the  Champlain  and  St  Lawrence 
railway,  contributed  materially  to  the  defence  of  the  province,  while  the  Tnil- 
iions  spent  on  the  Imperial  and  Colonial  canals  were  absolutely  useless.  In 
case  of  a  protracted  contest  the  canals  would  of  course  come  into  play  to 
some  extent 

The  main  "  causes  of  the  general  failure  of  the  canals"  of  this  country 
may  be  ascribed  to  their  being  closed  nearly  half  the  year  ,*  to  the  small 
amount  of  busbcss  their  peculiar  accommodation  enables  them  to  command 
in  a  thinly  settled  country ;  to  their  low  rate  of  speed,  and  to  their — with 
few  exceptions — great  cost  Whether  these  objections  are  likely  to  be  over- 
come to  any  extent  worthy  of  notice,  the  reader  must  decide  for  himself 
For  my  own  part,  I  doubt  whether  the  canals,  from  the  St  Lawrence  to  the 
Mississippi  will,  ten  years  hence,  have  yielded  one  per  cent  on  the  capital 
invested  in  their  construction ;  and.  omitting  the  Erie,  Ohio  and  the  two  pri- 
vate canals  referred  to  above,  I  do  not  believe  the  others  will,  during  that 
time,  clear  repairs  and  renewals :  in  other  words,  that  the^r  failure  will  be 
complete  and  will  in  some  cases  lead  to  their  abandonment 

Since  the  above  was  written,  I  have  seen  the  report  of  the  canal  committee 
to  the  senate,  doc.  98,  1844,  which,  with  that  devotion  to  principle,  so  pro- 
minent a  trait  in  the  American  politician,  according  to  de  Tocqueville,  if 
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very  fevere  on  those«projects  which  have  become  decidedly  unpopular — the 
lateral  canals  and  the  enlargement — bUt  says  not  a  word  of  a  vastly  greater 
evil,  the  canal  monopoly.  The  arguments  against  any  further  expenditures 
are  part  of  those  used  by  others,  myself  among  the  re«t,  some  years  smce, 
when  twenty  of  the  present  debt  of  twepty-eight  millions  might  have  been 
saved  There  is,  however,  a  good  itlifttration  on  page  15,  where,  speaking 
of  the  Chenango  canal,  it  is  said — "  Thus  it  is  seen,  it  would  have  been 
cheaper  for  the  State  to  have  made  a  road  and  hired  teamsters  at  expensive 
rates  to  transport  the  produce  of  that  country  in  ordinary  wagons  ;  and  the 
community  would  have  had  the  free  use  of  the  road  for  common  pur- 
poses." 

I  made  a  similar  calculation  some  years  since.  The  expenses  and  interest 
on  the  cost  of  the  Cornwall  canal,  twelve  miles  long,  will  be  $8,000  per 
mile,  and  we  will  assume  that  it  will  clear  91,000  per  mile  per  annum  be- 
sides paying  repairs  and  renewals — of  which  there  is  little  probability. 
Then  two  years'  interest  or  $16,000  per  mile,  will  build  and  equip  a  good 
railway,  and  three  months'  interest,  or  92,000  per  mile  will  clear  all  the 
expenses  of  several  times  the  total  down  as  well  as  up-freight  of  the  St.  Law- 
rence, and  of  ten  limes  the  present  number  of  passengers.  In  other  words, 
the  entire  trade  and  travel  in  both  directions  would  be  free,  and  the  province 
would  save  93,000  per  mile  per  annum,  or  960,000  on  twelve  miles  of  canal. 
The  interest  on  the  actual  cost  of  the  Comwa'ft  canal,  and  on  the  estimated 
cost  of  the  short  canals  round  the  rapids  abet*,  would  pay  all  the  expensts 
of  a  continuous  railway  carrying  more  freight  and  passengers  than  will 
probably  be  found  on  that  route  twenty  years  hence:  that  is,  the  mere  inter- 
est on  the  cost  of  the  canals  would  pay  for  free  travel  and  transportation  on 
a  railway. 

"  Now  k  isobviooa,  that  snch  men  u  Bnind,  Stppheniion,  Walker,  and  a  host  of  other« 
in  ElnglaoJ,  and  we  are  proud  to  say,  not  a  few  in  thia  country,  whom  we  do  not  frrl 
ourselves  at  liberty  to  name,  are  found  uttcdy  inipractirahle  in  such  canes,  and  they  are 
consequently  avoided  with  as  much  care  by  the  projectors  of  works  to  be  built  on  the  cre- 
dit of  the  government,  as  they  are  zejilously  sought  tor  by  those  who  project  works  to 
be  executM  by  the  expenditure  of  their  own  actual  capital.  The  evil  of  employing  men 
incompet«nt  fit>m  want  of  education,  practice  and  character  eventually  recoils  on  the  Stale ; 
hence  the  financial  difficulties  of  all  the  States  who  have  largely  embarked  in  the  con- 
struction of  public  works."  (Railroad  Journal,  1839.  p.  SSI.  Cf.  E.  &.  A.  Journal,  vol. 
iii,  p.  va — London.) 

New  York,  May,  1844 


"  Two  nchooners  arrived  at  Oswego  on  the  9th,  from  Toledo,  via  the  Welland  canal, 
with  1 1 ,000  bushels  of  wheat,  to  Carrington  and  Pardee,  mtlle™  there,  who,  we  dare  say, 
will  have  it  made  into  flour,  aod  ready  u>r  thia  market  before  the  cauals  are  open."  (j(. 
Y.  Journal  of  Commerce.) 

Many  of  our  readers  will  remember  an  article  on  the  "  Spring  Trade," 

written  by  Mr.  Casey  for  this  Journal,  Aj)ril,  1842,  io  which  he  shows  the 

great  superiority  of  the  route  via  the  Welland  canal  for  early  freiglit ;  and 

here  we  have  cargoes  landed  at  Oswego  long  before  the  opening  of  the  Erie 

canal  at  BuSalo.     The  Welland  canal  ^as  opened  on  the  2nd  April,  and 

merchandize  from  New  York  and  Boston  would  have  been  "afloat  on 

lake  Erie"  and  "if  the  people  were  allowed  to  choose  the  mode  of  transpor- 
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tatioQ  according  to  their  own  ideas  of  their  own  interest." — Journal,  April, 
1842,;?.  246 — goods  would  have  been  landed  at  Detroit  and>  Chicago  a 
month  earlier  than  they  will  be  via  the  Erie  canal. 

In  his  article  on  the  "  Canals  of  Caitada," — Jowrnal,  Nov.,  1842,  p.  158— 
Mr.  Casey  expresses  his  belief  that  the  Welland  canal  "  will  eventually  cease 
10  be  a  burden  on  the  province."  Without  offering  any  opinion  as  to  the 
time  when  this  is  to  take  place,  which  Mr.  Casey  considers  tolerably  dis- 
tant— very  safely,  too,  according  to  our  views — we  propose,  after  his  exam- 
ple, and  that  of  the  canal  commissioners,  to  make  a  calculation  also.  This 
canal  is  tstivtatsd  at  above  §100,000  per  mile,  and  is  about  40  miles  long. 
Total  cost  $4,000,000!  One  million  of  dollars  will  construct  and  furnish 
a  first  rate  single  track,  and  the  interest  of  the  remaining  three  millions  will 
pay  all  the  cost  of  carrying  300,000  tons  of  down  freight,  and  100,000  tons 
of  up  freight  We  do  not  know  the  tonnage  of  that  canal,  but  think  it  will 
scarcely  exceed  our  estimate  for  some  time  to  come.  However  useful  this 
work  may  be  to  New  York  and  some  of  the  western  States,  we  see  little 
probability  of  its  becoming  wh«t  Mr.  C.  calls  a  M successful  work,"  a  terra 
which  ought  to  be  applied  to  no  work  which  does  not  yield  a  fair  revenue 
to  its  proprietors,  as  well  as  contribute  to  the  accommodation  of  the  public. 

COST    OF    TRANSPORTATION    ON    AAIUtOADS. 

The  statement  marked  C,  accompanying  the  "  reply,"  of  the  Baltimore 
aud  Ohio  railroad  company  was  intentionally  omitted ;  it  being  only  designed 
10  show  how  the  increase  in  the  coal  trade  may  be  provided  for  out  of  the  pro- 
fits arismg  from  that  branch  of  business ;  but  the  following  estimate  of  the 
cost  of  transporting  coal  from  the  mines  to  Baltimore,  a  distcmce  of  188  miles 
should  have  been  given  in  its  proper  place  following  estimate  B.  It  will 
not,  however,  we  trust,  be  overlooked  by  our  readers,  even  thus  detached,  as 
It  gives  a  concise,  yet  clear  stsytement  of  the  cost  at  which  heavy  freights 
may  be  transported  over  rtiilroads,  with  grades  even  greater  than  were,  a 
few  years  ago,  deemed  passable  by  locomotive  power. 

These  replies  ought  to  be  extensively  circulated  by  the  friends  of  railroads ; 
and  more  especially  in  this  city,  at  this  time,  when  an  appeal — not  the  last, 
however,  even  if  unsuccessful — is  about  to  be  made  in  behalf  of  the  New 
York  and  Erie  Railroad — a  work  from  the  completion  of  which  every 
property  holder— every  business  man — every  rarnan  and  every  day  laborer 
has  a  diiecl  and  deep  pecuniary  interest;  and,  therefore,  it  is  important  that 
they  should  be  able  to  appreciate  the  capacity,  the  &cilities  and  the  economy 
of  railroads,  when  judiciously  located  between  important  points.  And  can 
a  more  favorable  or  judicious  location  be  found  than  between  the  city  of  New 
York,  on  the  one  hand,  and  lake  Erie,  on  the  other  ?  or  between  the  Atlan- 
tic ocean  and  the  far  and  boundless  west  ? 

We  have  not  a  doubt  but  that  the  means  to  complete  this  road  could  be 
readily  obtained  in  this  city  alone,  and  without  delay,  if  our  enterprizing 
Boston  friends  would  favor  us  with  the  loa7i  of  their  noble  "  Western  rail- 
road" for  a  few  weeks,  that  our  cautious  citizens  could  see  acd  feel  its  ope- 
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rations  and  its  influences — or,  indeed,  if  the/ac/i,  contained  in  this  one  num- 
ber of  the  Journal  alone,  could  be  generally  read  and  duly  appreciated  by 
all,  the  entire  amount  required  would  be  forthcoming,  and  the  work  would 
be  completed  iii  leas  than  three  years — as  we  confidently  predict  that  it  will 
be  in  leas  than  Jive. 

Estimated  cost  of  transporting  coal  from  the  mines  in  the  vicinity  of  Frost- 
burg  to  Baltimore,  distance  188  miles — supposing  the  use  of  locomotive 
engines  of  20  tons  weight.,  and  of  sufficient  power  to  carry  26  cars  con- 
taining 7  tons  each,  or  175  tons  to  the  train — three  locomotives  being  re- 
quired to  do  the  work  of  two,  900  working  days  during  the  year,  and 
that  equivalent  to  four  days  will  be  required  to  make  the  round  trip. 

Interest  oa  6  locomotive*  and  lenUera  at  S10,000  each  per  round  trip  of  4  dara,  819  00 
Repaira  and  renewal*  of  locomoUvea  and  tenders  at  9  centa  per  mile,  run  376 

miles  per  roand  trip,  3384 

Fuel  per  round  trip,  15  torn  at  $2  oa  ton,  avrraj^ed  (larper'a  Ferry,       -  30  00 

Oil  for  engine  and  tender  per  round  trip,  6  gallonit  at  90  centa  per  gallon,       -  5  40 

Wages  ofenginemen  and  firemen,            -            .            .            .            .  14  00 

Wages  of  breakmen,                -             -             -             -             -             -             -  900 

Interest  per  round  trip  on  200  cars  at  S3^  each,  ...  15  20 
Repairs  and  renewals  of  can  St  1-4  of  a  cent  per  Mta  per  mile  of  load  hauled, 

^2,900  tons  per  mUe,)              -            -       ^    -           -           -           -  83  36 

Grease  for  cam,            ........  600 

Add  for  use  of  auxiliary  engine  at  Parr's  Ridge,  '  I        "  "  l'i_Gt) 

And  we  have  as  the  total  amount  of  the  round  trip,            V            -            -  8220  29 

Being  at  the  rate  per  ton  per  mile  of  -  -  -  -  -  0-670  cts. 
To  which  add  for  wear  and  tear  of  railway  at  1-4  of  a  cent  per  ton  per  mile 

west  of  Harper's  Ferry,    «id  45-100  of  a  cent  per   ton  per  mile  east   of 

Harper's  Ferry,  averaging  on  the  whole  distance,             ...  0-337   " 

And  for  contingencies,       -.-..--  0*100  " 

Making  the  toUl  cost  per  ton  per  mile,        .....       M07  " 

At  1  1-2  cent  per  ton  per  mile,  and  10  cents  extra  charge  for  transportation 
through  the  streets  of  Baltimore,  the  charge  for  conveying  a  ton  of  cosj 
from  the  mines  to  the  city  block  in  Baltimore  would  be  -  -  82  9S 

And  the  annual  nett  revenue  of  the  company  on  (he  amount  of  trade  as- 
^sumcd  in  this  estimate  ...  838,789  10 

At  1  1-3  cent  per  ton  per  mile  and  10  rents  extra,  as  in  the  former  case  for 
conveyance  through  the  streets  of  Baltimore,  tUfc  charge  for  transporting 
a  ton  of  coal  from  the  mines  near  Fmstburg  to  the  aty  block  in  Balti- 
more, would  be-  -  -  -  -  -  •  2  61 

And  the  annual  nett  revenue  of  the  company  on  the  same  amount  of  trade,       822,306  90 
The  amount  of  investment  in  machinery  to  accommodate  the  trade  above 

assumed  would  be,         ------  -      $136,000  00 

Respectfully  submitted, 

James  Murrat,  Elngineer  of  machinery  and  repairs. 
February  13th,  1844. 

I  have  carefully  examined  the  preceding  estimates  and  have  confidence  in  their  saf- 
ficiency  for  the  purposes  intended  Beinj.  H.  Latrobe,  Chief  Elngineer. 

NEW    YORK    AND    ERIE    RAILROAD. 

The  time  has  arrived  for  every  mayi,  who  desires  the  completion  of  this 
great  work,  to  put  his  shoulder  to  the  wheel,  or  take  a  pick  axe  and  shoral 
and  go  to  work  in  earnest  Annexed  will  be  found  the  candid,  manly,  and 
earnest  appeal  of  the  company  to  the  citizens  of  New  York  individually, 
for  aid  in  its  completion.  In  giving  place  to  this  appeal,  we  cannot  with- 
hold the  expression  of  our  surprise  that  a  work  of  such  vast  importance  to 
this  city  should  be  looked  upon  with  so  much  apathy  and  distrust  by  its  citi- 
zens ;  and  its  friends  be  compelled  to  solicit,  and  urge  those  who  are  to  ba 
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so  largely  and  so  pertnaTuntly  benefited  by  its  completion,  to  contribute  the 
means  for  its  construction ;  nor  refrain  from  earnestly  urging  those  who  can 
possibly  do  so,  to  come  fqrward  and  subscribe  for  stock,  at  least  a  few  shares, 
if  they  cannot  for  many.  Every  owner  of  real  estate— every  merchant^ 
manufacturer,  mechanic  and  carman^  and  even  many  day  laborers  will  pro- 
mote their  own  permanent  interest  by  talcing  one  or  more  shares,  and  thus 
aid  its  early  completion,  even  if  he  never  receives  a  penny  in  the  way  of 
dividends.  Its  completion  wU  benefit  New  York  as  much  or  more  than 
the  construction  of  the  Erie  canal  did.  Its  influences  will  be  more  univer- 
sal, as  every  poor  iamily,  using  only  a  quart  of  milk  daily,  will  save  two 
cents  at  least  each  day— or  97  30  a  year;  and  at  the  same  time  obtain  a 
better  article.  And  so  with  butter,  and  many  Other  articles  of  necessity  and 
comfort — the  prices  will  be  materially  reduced  in  consequence  of  the  in- 
creased facilities  for  1)ringing  them  to  the  city.  The  saving  to  the  inhabi- 
tants of  this  city  alone,  upon  the  necessaries  of  life  cannot  be  less,  when  the 
road  shall  be  completed,  than  half  a  million  of  dollars  a  year.  This,  how- 
ever, is  but  one  item  in  the  list  of  benefits  which  will  surely  result  from  ita 
early  construction.  Others,  equally  important,  will  follow,  in  the  iacreased 
value  of  property  in  the  city,  and  along  its  line,  to  the  amount  certainly — 
by  the  time  thejirst  car  shall  pass  from  the  Hudson  to  lake  Erie— of  tioic* 
the  entire  cost  of  the  road.  Is  it  not  the  duty,  then,  of  those  who  are  thus 
to  be  benefited,  to  respond  promptly  to  the  call  of  the  company,  by  subscrib- 
ing for  such  an  amount  of  stock  as  they  may  be  able  to  pay  for,  without  in- 
terfering with  other  business  arrangements?  We  think  it  is,  and  believing 
so,  shall  act  accordingly,  and  charge  the  Journal  with  at  least  one  share, 
and  more  if  we  can  do  sa     Let  others  go  and  do  likewise. 

ADDRESS   TO   THE    PUBLIC,    OF   THE    NEW    YORK   AJJD   ERIE  RAILROAD    COMPANY. 

Office  of  the  New  York  arid  Erie  Railroad  Co.  \ 
New  York,  Wth  April,  1844.  ( 

The  common  council  have  declared  by  resolution  that  it  is  not  expeaiaat 
that  the  city  of  New  York  should  subscribe  to  the  capital  stock  of  the  New 
York  and  Erie  railroad  company,  and  having  declined  to  unite  in  the  appli- 
cation to  the  legislature,  the  directors  are  under  the  necessity  of  opening  the 
books  for  private  subscription  without  the  important  aid  which  the  corpora- 
tion of  the  city  would  have  afforded. 

With  their  convictions  as  to  the  importance  of  the  roa4,  the  amount  of 
capital  required,  and  the  principles  on  which  alone  the  board  were  willing 
to  undertake  its  completion,  they  could  not  consistently  decline  to  bring  for- 
ward the  question  of  a  city  sul^cription.  At  the  same  time  it  was  felt  that 
the  great  responsibility  involved  in  the  decision  of  that  question  should  not 
rest  with  them  even  indirectly,  but  belong  either  to  the  common  council,  the 
legislature,  or  the  people. 

By  the  course  pursued,  the  question  could  not  reach  the  people  without 
the  sanction  of  the  common  council,  and  the  authority  of  tne  legislature. 
That  sanction  having  been  refused,  the  application  to  the  legislature  will  not 
be  made]  and  the  completion  of  the  New  York  and  Erie  railroad  now  de- 
pends entirely  upon  the  amount  that  can  be  obtained  by  private  subscription. . 

Before  determining  the  conditions,  on  which  books  of  subscription  to  th« 
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capital  stock  are  to  be  opened,  the  board  have  again  had  under  eooaideration 
the  position  assumed  in  their  report,  that  six  miilioos  of  dollars  are  necessary 
before  the  work  should  be  resumed. 

After  much  deliberation,  the  board  continued  of  the  opinion  that  the  con- 
ditions of  the  subscription  should  require  that  the  amount  to  be  subscribed 
before  the  resumption  of  the  work,  should  be  such  as  would  place  the  comple- 
tion of  the  road  beyond  ordinary  contingencies  ;  and  they  cannot  satisfy  them- 
selves that  a  smaller  sum  than  six  millions  will  comply  with  this  condition. 

The  board  have  not  overlooked  the  importani.  consiiderations  which  induce 
many  to  believe  that  a  smaller  sum  in  connection  with  the  otker  resources 
of  the  company  would  be  adequate ;  but  those  considerations,  in  their  opinion, 
are  not  sufficient  to  remove  ail  reasonable  doubt ;  and  no  other  basis  would 
be  consistent  with  the  views  of  the  board,  the  responsibilities  of  their  position, 
and  the  principles  on  which  they  consented  to  undertake  them. 

In  their  anxiety  to  remove  every  circumstance  which  may  have  an  unfa- 
vorable influence  on  new  subscriptions,  the  board  hav^  been  constrained  to 
discriminate  between  old  and  new  stock,  and  that  this  may  be  effected  with- 
out permanent  injury,  if  any,  to  the  interests  of  old  stockholders,  it  has  been 
done  in  the  manner  stipulated  in  the  conditions  of  subscription. 

The  priority  of  dividend  thus  to  be  secured  to  the  new  stock  is  made  de- 
pendent on  the  action  of  individual  holders  of  stock  already  issued,  in  con- 
sequence of  the  legal  opinion  that  neither  the  board  of  directors  nor  the 
stockholders  legally  convened,  possess  the  power  to  make  any  distinction  be- 
tween stocks  issued  at  different  periods. 

In  accordance  with  these  views,  the  following  are  the  conditions  under 
which  the  subscription  books  are  to  be  opened. 

"  We,  the  undersigned,  respectively  subscribe  for  the  number  of  shares 
of  the  capital  stock  of  the  New  York  and  Erie  railroad  company,  of  one 
hundred  dollars  each,  set  opp>osite  our  names,  and  hereby  agree  to  pay  ten 
dollars  on  each  share  within  twenty  days  after  the  closing  of  the  booRS,  and 
the  subsequent  instalments  as  they  shall  be  legally  called  for,  provided, 

1st.  ''  That  bona  fide  subscriptions  subsequent  to  1st  of  March,  and  prior 
to  1st  of  August,  1844,  shall  amount  to  the  sum  of  six  millions  of  dollars. 

2d.  "  That  the  instalments  shall  not  ejcceed  thirty-three  and  one-third  per 
cent  per  annum. 

3d.  "  That  by  the  individual  acts  of  at  least  three-iourtbs  of  the  amount 
of  stock  issued  prior  to  the  Ist  of  March,  1S44,  it  shall  be  legally  established, 
that  dividends  when  made  shall  be  declared  on  the  following  basis: 

Ist.  "  That  the  right  of  dividends  on  at  least  seventy-five  per  cent,  of  the 
old  stock  shall  be  deferred  until  a  dividend  of  six  per  cent  shall  be  declared 
on  the  new  stock. 

2d.  "  That  when  the  nett  earnings  shall  exceed  the* amount  necessary  to 
pay  such  dividend  to  the  new  stock  the  excess  shall  be  appropriated  to  divi- 
dends on  the  old  stock. 

3d.  "  That  when  dividends  so  declared  on  old  stock  amount  to  six  per  cent 
per  annum,  the  old  and  new  stock  shall  be  put  on  a  par,  and  all  distinction 
between  them  shall  thereafter  cease." 

The  board  have  the  satisfaction  of  believing  that  the  great  question  of  the 
completion  of  the  New  York  and  Erie  railroad  is  now  before  the  citizens 
of  New  York,  and  of  the  counties  interested  in  its  construction,  freed  of  all 
extraneous  considerations  ;  that  public  attention  has  been  fully  drawn  to  the 
sabject,  and  that  there  prevails  throughout  the  community  an  appreciation 
of  the  importance  of  the  road,  and  a  confidence  in  its  success  when  complet- 
ed to  lake  Erie,  that  are  of  the  most  encouraging  character. 
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The  board  vrJU  adopt  all  suitable  measnres  to  obtain  the  very  general  ac- 
tion on  this  subject,  which  the  large  amount  to  be  raised  renders  necessary, 
and  trust  that  their  efforts  will  be  efficiently  seconded  by  ail  who  unite  with 
them  in  opinion  that  the  completion  oi  the  New  York  and  Erie  railroad, 
while  It  anords  every  prospect  of  remunerating  dividends  to  stockholders, 
will  be  of  great  and  permanent  benefit  to  the  city  and  country. 

Horatio  Allen,  President. 
James  Brown,   Vice  Pretident. 
D.  A.  CuBhman,       C.  M.  Leupp,      Harrey  Weed,      F.  W.  Edmonds, 
Silas  Brown,  A.  G.  Phelps,.     Theo.  Dehon.         Matthew  Morgan, 

P.  Spofford,  John  C.  Green,    Wm.  Maxwell,      A.  S.  Ehven, 

Elijah  Risley. 
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SCHUYLKILL    NAVIGATION. 

Failure  of  Railteays. — It  is  still  maintained  by  a  correspondent  of  the 
Journal,  ^  X,"  that  it  is  very  impolitic  to  graduate  the  capacity  of  a  railway 
or  canal  with  any  reference  to  the  trade  which  it  is  intended  to  accommodate ; 
or,  as  he  characteristically  describes  the  principle,  to  measure  the  probaUe 
tonnage,  for  the  purpose  of  determining  the  capacity  of  the  railroad  which 
is  to  convey  it,  as  you  would  individuals  for  their  clothes — ^varying  the  size 
with  the  circumstances  of  the  case.  He  proposes,  as  the  trae  principle  of 
tailoring,  to  put  a  roan's  suit  on  a  boy,  and  a  woman's  dress  on  a  baby ;  and 
calls  up  the  Schuylkill  navigation  in  illustration  of  the  soundness  of  his 
views. 

The  example  will  be  found  to  be  very  unfortunately  selected,  for  the  ob- 
ject at  which  this  writer  seems  to  be  aiming. 

The  Schuylkill  navigation  was  constructed  between  the  years  1816  and 
1835 ;  and  we  believe  has  been  prosecuted  on  those  common  sense  principles 
which  have  been  recommended  by  Mr.  Eliet  for  the  construction  of  rail- 
ways. It  was  made  at  first  on  a  small  scale — because  the  trade  was  expected 
to  be  small  at  first — and  with  a  view  to  its  gradual  enlargement — because 
the  trade  was  expected  to  increase. 

In  1826  the  depth  of  water  was  but  three  feet,  and  barely  adequate  to  the 
passage  of  boats  of  25  tons  burden.  The  purpose  of  its  projectom  was  fully 
answered.  The  canal  soon  created  a  trade,  and  that  trade  increased  suffi- 
ciently to  justify  the  anticipated  enlargement  of  the  channel.  From  year  to 
year  the  capacity  of  the  work  has  been  augmented,  Hntil  it  now  permits  the 
ready  passage  o{  boats  of  60  tons  burden,  while  occasionally  more  than  70 
tons  have  been  carried  upon  it 

The  Schuylkill  navigation  company  have  expended  in  the  construction 
and  enlargement  of  this  canal  the  sum  of  $3,436,690. 
Their  aggregate  receipts  frond  tolls  on  coal,  and  other  articles, 

up  to  January  Ist,  1844,  hive  amounted  to        •  •     $6,641,255 

Their  aggregate  expenses  have  bee»  -  •  1,768,798 

Leaving  a  nett  profit  of  -  -»  -     $3,872,463 

«r  $415,843  nwt  than  the  tchole  cost  «f  the  work  and  its  enlargement. 


164  Sekuylkill  Navigation. 

Now,  these  results  are  pretty  fair,  and  certainly  do  not,  of  themseWes, 
authorize  a  condenuiation  of  the  present  course  which  the  managers  of  this 
work  have  adopted. 

But  the  Reading  railroad  company,  it  is  contended  by  "  X,"  have  adopted 
a  different  plan — that  of  making^a  very  expensive  road  at  the  outset  Lot 
us  see  how  their  method  works. 

The  Reading  railroad  is  now  new,  and,  together  with  all  its  machinery, 
ought  to  be  in  perfect  order.     It  was  in  full  operation  last  year,  and  carried 
about  230,000  tons  of  freight,  and  some  26.000  passengers. 
The  company  expended  during  the  year,  -  -         $1,800,000 

And  received  for  freight  and  passengers,      -  -  -     385,000 

And  exhibited,  at  the  close  of  the  year,  an  excess  of  expenses 
beyond  their  receipts  of  -  -  -  $1,415,000 

Of  this  sum  just  $212,000  was  expended  for  new  cars  and  engines,  and 
about  $90,000  for  new  work  on  the  road.  The  balance  of  about  $1 ,100,000 
^-of  the  sum  by  which  the  expenses  exceed  the  receipts — appears  to  have 
been  consumed  in  conveying  these  230,000  tons  of  coal.  At  any  rate,  no 
other  explanation  of  its  disappearance  has  ever  been  offered. 

Our  friend  "  X  "  speaks  with  some  severity  of  certain  tlanden  against 
the  Reading  railroad,  which,  be  says,  have  appeared  in  the  Philadelphia 
newspapers ;  and  charges  us  with  wishing  to  give  them  greater  circulation. 
We  are  sorry  to  learn  that  this  company  has  been  slandered  by  any  body  ; 
and  we  do  assure  him  that  if  they  have  suffered  in  that  way,  we  have  had 
no  part  in  it,  and  have  never  before  heard  of  the  circumstance.  It  is  true, 
we  have  read  some  very  severe  and  scourging  strictures  on  the  conduct  of 
the  institution,  in  the  columns  of  the  "  Pennsyivanian,"  "  Ledger,"  and 
**  North  American" — but  we  always  supposed  that  they  were  true.  Cer- 
tainly, nobody  in  Philadelphia  doubts  their  truth,  nor  has  any  person  yet 
ventured  to  come  forward  and  attempt  to  disprove  them.  <- 

But  "  X  "  is  chivalric,  aad  we  shall  look  to  him  to  tell  us,  specifically, 
what  the  Reading  railroad  company  did  ^ith  the  $1,800,000  which  they 
•pent  last  year. 

For  ourselves,  we  wish  not  to  injure  this  company,  but  we  .wish  to  make 
the  truth  known ;  and  we  supposed  when  we  exhibited  the  strong  compari- 
son drawn  by  '*  X  "  himself,  in  the  strongest  possible  light,  we  were  doing 
good  service  to  his  hobby.     This,  it  will  be  recollected,  is  his  language. 

"  Still  another  comparison  may  be  made  between  the  Schuylkill  canal 
which  cost  $38,000  per  mile,  without  boaU,  and  the  Philadelphia  and  Potts- 
Ttlle  raihoad,  which  costs  $60,000  per  mile,  with  cars  and  motive  power." 
"  Is  it  not,"  says  X,  triumphantly,  "  is  it  not  this  additional  cost  which 
HuUces  it  the  superior  and  cheaper  ic&rk  of  the  two  /" 

Now,  I  say,  the  great  merit  of  this  road  was,  in  the  opinion  of  "X,"  its 
great  first  cost ;  and  I  was  justified  in  supposing  that  I  was  giving  most  gra- 
tifying information,  when  I  informed  him  that  it  had,  on  the  18ih  December 
last,  increased  this  merit  to  $76,000  per  mile.     What  an  merits  will  amount 
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to  at  the  end  of  this  year,  it  ia  not  easy  to  say — ^bat  it  is  probable  that  it  will 
exceed  $100,000  per  mile — and  I  congratulate  "X"  on  the  proof  which 
this  &ct  furnishes  of  the  great  success  which  is  in  store  for  this  great  enter- 
prize.  Y. 

EVLOGIUH   ON   ENGINEERS. 

The  last  number  of  "  The  Westminister  Review"  contains  a  very  able 
article  on  the  "  Progress  of  Art,"  in  which  the  writer  complains  of  the  want 
of  originality  among  the  architects  of  the  present  day,  though  he  at  the  same 
time  does  justice  to  their  merits.  He  points  out  several  radical  defects  in  the 
new  houses  of  parliament,  but  intimates  a  doubt  whether  any  other  architect 
would  have  done  better,  evidently  considering  the  profession  in  too  low  a 
state  to  undertake  works  of  the  first  order.     He  says, 

"  It  hMM  been  luckj  tor  ua  that  the  aiocients  have  left  us  fewer  exunple*  of  their  engi- 
nieering  works  than  productions  of  their  architects.  Our  medieval  ancestors  indulged  bat 
rarely  in  roads  or  bridges,  and  besides  this,  the  exigencies  of  locality,  and  above  all  the  ex- 
igencies of  estimates,  wtuch  are  usually  carefully  looked  at  in  the  utilitarian  works  execur' 
led  by  our  engineers,  have  allowed  them  less  temptation  to  copy,  and  less  means  of  dung 
so  than  their  brother  builders,  and  the  consequence  is  that  they  may  challenge  Rome,  or 
the  wbote  world  to  match  either  the  magnificence  or  the  taste  of  our  public  works.  It  is 
tzue  we  possess  some  '  tmly  RcMtian  wons,'  the  taste  of  which  is  very  questiMiaUe ;  and 
tMXh  Black&iars  and  Waterioo  bridges  narrowly  escaped  bong  siioilt  by  me  interference  of 
the  architects,  who  fortunately,  however,  have  left  nothing  to  mark  their  presence  but  the 
absord  Ionic,  and  the  Grecian  Doric  columns  that  stand  on  the  piers — in  the  one  case  snp- 
puting  an  enormoualv  heavy  granite  parapet,  and  in  the  other  in  company  with  a  most 
incongrooos  Roman  balaatnule.  But  since  those  days  the  engineering  interest  has  ac- 
quired a  predominance  which  enables  it  to  walk  alone ;  and  in  London  bridge  they  have 
produced  a  yrimen  of  bridge  building,  perfect  in  all  its  parts,  and  as  yet  unnvaUed  in  the 
worid,  and  this  simply  because  there  is  not  one  detail  copud  from  any  other  bridge,  not  one 
oraament  applied  tnat  had  not  a  meaning,  nor  one  thins  added  that  was  not  seen  to  be 
wanted  by  the  sound  sense  and  mechanical  knowledge  of  its  builders ;  yet  there  is  a  mag- 
nificence in  this  bridge  amounting  even  to  splendor,  and  cookl  we  pant  to  one  buflding 
in  Gnat  Britain  built  on  the  same  prindpies  of  sound  common  sense,  we  should  proba- 
bly have  to  apply  it  to  the  same  epithet. 

"  The  names  of  Watt,  Brindley,  Smeat^n,  Telfiird  and  Rennie,  or  of  onr  Stevenaona, 
Bmnds,  Liadleys  and  Cleggs,  are  name*  to  which  an  Englishman  refers  with  pride, 
and  staiid  in  strong  contrast  with  those  of  tiheir  contemporary  DuilderB  of  the  pretent  day  \ 
the  ibnner  have  contributed,  as  much  as  lalmost  any  class  of  men,  to  the  advancement 
of  civilizatioaf  and  to  the  glcHy  of  the  nation,  and  may  almost  be  said  to  have  created  an 
art  which  is  daily  becoming  of  more  and  n^ore  importance.  The  latter,  on  the  contraiy, 
have  done  nothing  to  which  we  can  refer  i-ith  unmixed  ntis&ction,  and  much  that  has 
made  us  a  laoghii^  stock  to  surrounding  nations. 

"  They  have  created  nothing  and  advanqgd  nothing ;  yet  so  ckaely  do  these  profosnioBS 
approach  at  some  points,  that  it  is  difficult  ijo  draw  a  uiie  between  tfaiem,  and  to  sa^  what 
woilcs  belong  to  one,  and  what  to  the  other ;  but  thcv  mode  of  tnatii^  their  subject  diA 
fers  as  light  does  from  darknem.  The  one  admits  of  no  rule  but  fitness  and  propriety, 
and  the  oirtates  of  reafton  and  common  sense :  the  other,  copying  and  disgukang,  never 
thinking  of  what  is  most  fit  or  moat  useful,  and  wonhipang  ue  shadow  of  exotic  art. 

"  Sucn  an  impulse  has  lately  been  given  by  our  lauways  and  canals  to  theacience 
af  engineering,  that  it  now  occupies  almost  aa  much  of  the  public  attention  as  arclutec- 
ture,  and  there  is  more  probabilitv  of  this  influence  increasing  than  diminishing,  we  may 
hope  that  the  sound  principles  which  have  enabled  engineers  to  execute  such  aatiafiictory 
works  may  extend  to  our  architects,  and  that  we  may  soon  see  some  improvements  in 
their  designs;  but  much  ignorance  and  long  rooted  prejudice  must  iiat  be  conquered, 
and,  above  all,  the  patrons  of  art  muat  learn  to  take  man  intereat  in  the  subjert  thaii 
they  have  hitherto  done,  and  to  think  more  for  thema^ea." 


'  T)ie  Portsmouth  (Ohio)  Tribune  says,  that  "  Leandei  Bansom  gives  notice  that  ths 
canal  will  be  open  its  entire  length  on  the  15th  inst.  We  nnderstand  that  doable  aeto 
of  haiuis  are  engaged  on  the  culvert  aboot  aixi  buIcb  firom  Portaaouth,  and  the  work  ia  |»»> 
sacated  both  night  and  day.    It  wdl  piab«bl]iibe.c«BvkUdiB6  erS' daysat  fiartbest." 


•lie  Ntw  York  and  Erie  Raiir*^ 

NEW   YOlX   IVO  ERIE   RAIUiOAa 

A  large  meeting  of  highly  napectaUe  citiaens  was  held  lart  eveningMt  die  T&beoMdB, 
to  devise  means  for  aiding  and  urging  on  the  constniction  of  thk  important  work.  The 
following  gentlemen  were  choeen  to  preside : 

President, 
Georoe  Griswolo. 
Vice  Presidents, 
James  Harper,  Wbil  Tucker,  John  II.  likXu, 

John  A.  King,  Jas.  Boorman,  J.  DoPeyKcr  Ogdoa, 

Thos.  Suffem,  Robt.  Smith,  P.   S.  Van  Ren^Klau, 

C.  W.  Lawrence,  G.  G.  liowland.  Jacob  Little, 

Ja*.  Donaldson,  Saul  Alley,  K.  J.  Canaaii, 

Moses  Taylor,  Wm.  Bums. 

Secretaries, 
Charles  McVean,  Jaraea  Kelley,  Charles  Dennisaa, 

Isaac  Townaend,  Chas.  P.  Brown. 

Mr.  Joseph  Blcnt  aildresscd  the  meeting  in  an  earnest  manner — urging  the  (pecdy 
Construction  of  the  road,  and  illustrated  its  importance  to  this  city  with  the  IbUowing, 
among  other  forcible  arguments: 

"  The  annual  consumption  of  proTisions  by  our  city,  amount  in  Talue  to  some  &15,000,- 
000,  and  many  of  the  articles  are  furnished  by  the  region  bordering  on  the  line  gf  the  Uiir 
Milroad  more  advantageously  than  from  any  other  quarter — for  mstanoe,  beef,  of  which 
the  annual  consumption  is  81,500,000,  and  milk,  of  which  the  annual  coat  is  aboat 
Sl|QOO,000,  one-thira  of  which  will  be  saved  by  the  Erie  railroad.  The  receipts  of  veal, 
poultry,  game,  batter,  cheese,  etc.,  by  this  road  are  already  \-ery  large — of  veal,  600  ton* 
last  year ;  of  game,  lUOO  tons ;  of  milk,  5000  tons,  etc.  AU  these  articlei  have  been  cheap- 
ened to  our  city  by  this  road,  and  the  aggregate  saving  can  hardlyjUl  below  81.000,000 
pter  annum,  and,  if  the  rood  were  compicUMl,  would  be  nearer  92,000,000.  IC,  then,  this 
work  would  not  pay  any  dividend,  it  would  still  be  incumbent  on  us,  aad  our  obvious  in- 
tereat,  to  complete  it." 

tAx.  Blunt  closed  his  lemadta  by  ofiTering  several  reaohitiona  for  the  appointment  of  % 
tenmattee  in  each  election  district,  and  among  the  varioas  profeasions  and  trkdcs  in  the  city 
with  a  view  of  presenting  the  subject  in  such  a  manner  that  every  peraon  may  foel  ao  in- 
terMt  in,  and  contribute  to  its  succeM. 

Mr.  M.  C.  Patterson  followed  Mr.  Filunt,  and  gave  a  glowing  picture  of  the  advan- 
tages to  result  from  an  early  completion  o(  the  road.  The  following  extracts  fix>m  his  re- 
aaiks  ought  to  be  read  by  all  who  foe]  nn  interest  in  the  progreaaive  proapectty  of  our  city 
Aftyt  referring  in  a  proper  manner  to  the  preaent  able  board  of  directors,  he  aays, 

"  They  had  found,  after  careful  scrutiny,  that  the  property  of  the  company  is  now  wortft 
•4,000,000,  and  that  $6,000,000  more  will  complete  the  work.  Shall  it  not  he  cooqiieted  \ 
a«vr  York,  lately  so  eminent,  now  labors  under  serious  diiadvantagea  in  conn^ing  with 
her  rivals  for  the  trade  of  the  mighty  west.  Boston,  by  neans  of  her  Western  and 
other  railroails,  always  in  operation,  presses  her  hard  on  the  north.  PhilaiMphia,  by  her 
vast  net  work  of  canals  and  railroads,  enjoys  decided  advantages  on  the  south.  The 
milder  climate  of  Pennsylvania  secures  to  her  three  weeks'  earlier  mening  and  a  week's 
iatsr  doaing  of  her  canala,  as  compared  with  those  of  our  State.  This  year  a  boat  fhim 
Ohio  had  reached  Philadelphia  three  weeks  before  our  canals  opened.  Eialtinwre  is  pres- 
sing forward  with  still  greater  advantages  of  climate.  Charieston  has  also  made  a  spirited 
attempt  to  pierce  the  great  valley  of  the  west.    Can  we  alTord  te  stand  idle  1"    •    • 

"  The  53  miles  of  the  road  now  completed,  running  in  good  part  near  the  Hudaon,  and 
farced  to  maintain  a  "harp  competition  with  that  cheap  route,  gave  last  year  an  income 
•f  S101,000,  netting  S46,()00  over  current  expenses,  from  an  area  of  440,000  acres,  having 
a  population  of  about  40,000.  Allowing  the  road  when  completed  to  yiekl  in  like  ratio, 
•ad  even  reducing  the  nett  product  of  last  year  one-third,  or  from  946,000  to  830,000, 
■■SB  it  is  found  that  some  12,000,000  acres  (equal  to  the  area  of  Connecticut,  RJtode 
falHtd  and  Maasachuaetu)  become  directly  tributary  to  this  road  on  its  completion,  the 
annual  earnings  of  the  whole  road  must  amount  to  Sl|373,000 1  or  no  leas  than  15  per 
c«nt.  on  the  capital  invested  !" 

Wm.  B.  Ooden,  Esq.,  of  lOhicago,  also  addressed  the  meeting — giving  an  interesting 
description  of  the  growth  and  resources  of  the  west ;  and  of  the  interest  felt  by  the  pea|iie 
af  that  vast  region  in  the  success  of  this  woik — assuring  the  meeting  diat,  if  able,  tbey 
would  eonatnict  it  at  Am  own  9Satoat  nthsr  than  have  it  ML 
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The  mw*i"g  was  large,  and  appeared  to  be  animated  by  the  right  feeling ;  and  it  is  to  be 
hoped  that  a  nmiUr  spuit  may  be  soon  fimnd  to  pervade  this  entire  commanity. 

The  report  of  the  director!  pnblished  in  February  last  ought  to  be  in  the  hands  of 
every  busineaa  man  in  the  dty.  The  ibUowing  synopiis  of  it  gives  its  prominent  points, 
and  it  shottld  be  read  with  care — and  then  there  port  itself  should  be  examined. 

8TK0PSIS. 

The  length  of  the  road  is  451  1-3  miles— 64  miles  of  which  are  finished,  and  53  miles 
in  aetual  operation. 

177  miles  have  been  graded  and  bridged,  and  are  ready  for  the  superstractare. 

The^  exact  location  of  350  miles  has  been  determined  on,  and  the  right  of  way  for  325 
miles  obtained. 

The  whole  amount  of  ezpen^ture  upon  the  road  is  $4,716,872  66. 

The  whole  amount  of  capital  stock  subject  to  dividends  ia  01,501,830  14. 

The  total  amount  of  the  indebtedness  of  the  company  is  about  $600,000. 

The  total  cost  of  completing  the  road  is  esttmated  as  follows : 
For  completing  the  track  for  use,  .  .  .  -  -  $6,000,000 

The  outfit  for  commencement  of  business,  viz :  for  depots,  water  stations, 

engines,  cars,  etc.,         .--...-  1,000,000 

Making  the  whole  sum  required,        .....  $7,000,000 

To  which  add  amount  of  indebtedness,    ...  -  -  600,000 

capital  stock, 1,501,830 

Making  the  total  amount  of  capital  stock  when  the  road  is  C(nnp|eted,  -  $9,101,830 

The  board  estimates  that  the  pnmerty  which  this  capital  stock  will  own,  could  not 
have  be«n  acquired  for  leas  than  11,000,000  dolls. 

The  report  is  accompanied  by  a  map  delineating  an  area  of  country  which  will  be  tri- 
butary to  the  road  in  iu  transportation  of  fVeight  and  possengerB.  That  area  embraces 
about  12,000,000  acres  and  t»>ntains  a  population  of  531,000  innabitants. 

The  jxtpulioion  tributuy  to  the  Erie  cansil  in  1820  was  5S1,311,  and  in  1825,  when 
it  was  bnt  opened,  681,725. 

The  area  of  Maaaachnsetta,  Rhode  Island  and  Connectici|l%r  8,660,000  acres,  and  the 
amount  expmded  for  railroads  in  those  States  is  25,000,000  a6Q». 

Of  the  indebtedness  of  the  company  the  report  Mates  that  the  only  sum  which  can 
embarrass  its  operations  within  five  years  has  been  reduced  to  leas  than  100,000  dollars, 
and  that  the  board  has  succeeded  in  obtaining  a  surrender  of  the  assigmnents  and  in  re- 
eoreriiiff  poaseanon  of  the  road  and  the  other  property  of  the  company ;  and  ahhough 
"  some  oiniculty  may  still  grow  out  of  the  iitdebtedness  not  settled,  yet,  trusting  to  the  as- 
surances given  by  Uie  parties  alokist  without  exception  to  exter>d  to  the  company  all  the 
time  that  ue  ultunatc  security  of  these  debts  will  permit^he  board  believe  that  it  will  be 
possible  to  make  arrangements  that  will  prevent  any  embarrassing  prosecution  of  the  claims 
during  the  period  that  measures  for  the  resumption  of  the  won  are  under  conaderation 
and  action.  ' 

The  company  has  also  been  relieved  firom  all  ccmnection  with  past  contracts  and  quea- 
tions  of  damages. 

During  the  year  ending  the  )st  April,  1844,  the  total  nett  eamingB  of  the  53  miles  in 
aperatioo  from  Piermont,  on  the  river,  to  Middletown,  in  Orange  Co.,  7  mDes  of  which 
was  not  compietcd  until  June,  1843,  w(U  be  46,800  ddlars,  making  a  reasonaMe  estimate 
for  the  last  two  months.  The  extreme  end  of  this  portion  of  the  road  b  only  20  miles 
from  the  river,  and  the  whole  53  miles,  therefore,  subject  to  great  competition,  which  di- 
minishes, and  finally  ceases,  as  the  road  penetrates  the  interior. 

"  The  board  agrees  with  those  who  have  preceded  them  in  amilar  inveatieatians,  in  con- 
sidering that  the  population,  products  and  area  of  the  country,  whose  travel  and  transpor- 
tation can  be  commanded,  form  a  basis  of  calculation  of  all  others  most  to  be  relied  on." 

They  therefore  present  tables  of  articles  transported  during  six  months  ending  Septoaa- 
ber  30th,  1843,  over  the  53  miles  in  use  ;  and  the  table,  cunpiled  from  the  last  census  of 
the  United  States,  of  the  population  and  products  of  the  counties  tributary  to  the  road. 

From  these  tables  it  has  been  inferred  toat  about  one-fomth  of  the  nett  earnings  are 
of  a  local  character,  and  that  the  surplus  products  in  pnipaidon  to  the  population,  fiillj 
e^ual  those  of  Orange  and  Rockland.  To  enable  a  calculation  of  the  probable  nroduc- 
tiveness  of  the  road  to  be  made  on  the  basia  mentioned,  the  entire  area  of  country  uirsash 
which  the  road  passes,  has  been  subdivided  into  districts,  whose  centres  are  successiyuy 
50  mika  apart  on  tlie  line  of  the  road,  and  the  area  and  popnktioB  of  each  district  have 
been  ascertained,  upon  which  princ^je  a  calculation  is  uus  illu^rated : 

1.  The  total  amount  of  nett  earnings  from  a  papulation  of  40^000  being  40,000  dol- 
lan ;  30,000  may  be  takm  as  the  basis  of  the  calcnIatioB. 

2.  Instead  of  taking  .the  fiiU  amount  that  might  he  deducted  from  the  cakulatioB  of 
relative  populatioD  and  distances,  two-tUnU  ofuat  *««wt«*  is  aaiured. 
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And  the  result  is  the  sum  of  91,343,500  ■■  the  total  nett  earninga  of  the  whole  iomI, 
which  is  equal  to  a  revenue  of  15  per  cent,  on  the  total  amount  of  cafitaL 

The  revenue  that  is  expected  to  accrue  from  the  tiansportatioB  of  the  mails,  and  which 
will  not  probablv  be  leas  tnan  100,000  ddlars  per  annum,  is  not  inclwjed  in  this  above  nett 
earnings.  Neither  is  an  allowance  made  for  tne  increase  of  population ;  the  bumneas  that 
must  inevitably  be  brought  to  the  road  fratn  the  lakes ;  nor  the  aaainis)Md  expense  of  trans- 
portation MS  the  len^h  of  the  road  is  increased, 
a  The  exports  and  uuports  of  Buffalo  durins  the  year  1843,  were  23,700,000  doUan. 

It  appears  that  paasengera  can  be  conveyed  by  this  road  from  lake  Erie  to  the  city  of  N. 
York,  in  from  24  to  2G  hours  at  a  charge  of  10  dollars  each,  and  will  afford  a  profit  of  from 
3  to  5  dollars  ;  that  lifht  freight  can  be  transported  in  the  same  tfbce  of  tinie,  and  heavy 
freight  in  from  48  to  w  hours,  yielding  a  profit  at  low  rates  of  from  3  to  10  dollars  per  ton. 
Passengers  are  now  conveyed  trom  Buffalo  to  New  York  during  the  summer  in  mm  35 
to  40  hours  at  a  charge  of  SI  1  50,  and  during  the  winter  by  the  Housatonic  railroad  in  40 
hours,  at  a  charge  of  16  dollars,  both  exclusive  of  expenses  on  the  road  ;  and  from  Buffa- 
lo to  Boston  in  36  hours,  for  15  dollars. 

During  the  six  months  ending  Sept.  30th,  1843,  3,000,000  quarts  of  milk — equal  to 
6,000,000  dollars  per  annum — were  brought  over  the  eastern  division  of  the  road,  for  which 
the  consumers  paid  4  cents  a  quart.  Before  a  supply  was  obtained  through  this  source, 
the  average  price  was  6  cents  a  quart ;  an  annual  savmg  is  therefore  effected  to  the  city  on 
the  amount  brought,  of  120,000  doHars ;  estimating  the  whole  consumption  of  the  city  at 
16,000,000  of  quarts,  the  saving  un  the  whole  would  be  390,000  doUars. 

A  table  is  given,  showing  the  amount  of  country  produce  annually  consumed  in  the  city 
of  New  YorK,  the  value  ol  which  is  put  down  at  15,500,000  dollars. 

The  whole  amount  that  will  be  required  to  complete  the  road  is  7,600,000  dollars ;  and 
with  respect  to  the  method  of  raising  that  sum  the  directors  remark,  that  "  the  act  of  1H43 
authorizes  the  conmany  to  issue  bonds  to  the  amount  of  3,000,000  doUars,  which  resource, 
however,  will  not  ne  an  available  one  until  further  expenditures  on  the  road  shall  make 
the  property  of  undoubted  security  to  the  bondholders ;  nor  until  the  means  of  paying  the 
interest  on  these  bonds  is  found  within  the  reaourcea  of  the  company."  They  "  are  of 
opinion  that  subscriptions  to  the  amount  of  6,000,000  of  dollars  to  the  capital  stock  of  the 
company  must  be  obtained  before  any  steps  j^  be  taken  for  the  resumption  of  the  work,  simI 
that  witn  such  subscription  the  completion  o^ne  road  is  secured  with  all  reasonable  certaintv." 

The  road  runs  within  20  to  30  miles  of  the  great  anthracite  and  bituminous  coal  region 
in  the  northern  counties  of  Pennsylvania. 

Access  will  be  had  from  it  to  this  immense  beds  of  gypsum  or  plaMter,  so  Taluabfe  to  the 
agnculturist,  and  also  to  the  salt  region  of  Onondaga  by  the  interior  lakes  of  the  State, 
the  Chemung  canal  and  the  Ithaca  and  Owego  railroad. 

At  375  miles  from  New  York  the  road  will  connect  with  the  AUegfaenv  river,  which  b 
navigable  for  deacendiiig  freight  during  the  months  of  April  and  May,  and  by  which  roat« 
merchandize  can  be  deuvcred  in  Pittsburgh  in  about  7  days. 

Tables  are  fvrtn  showing  the  immense  increase  ef  late  years  in  the  tannage  on  the  up 
per  lakes,  and  m  the  amount  of  property  coming  from  other  States  and  shipped  at  Boffuo 
and  Black  Rock.  The  number  of  tons  of  property  that  came  from  other  States  and  wai> 
received  at  these  two  places  increased  from  36,273  tons  in  1836,  to  224,166  tons  in  1643. 

The  board,  in  expressing  its  opinion  that  the  NeirTfork  and  Erie  railroad  will  afford 
advantages  not  possessed  by  other  avenues,  and  that  its  construction  is  of  great  inpaftanoe 
to  our  city,  enters  into  an  enumeration  of  thoae  sdvantages ;  but  as  they  are  too  vohuBin- 
ouB  for  a  synopsis,  the  reader  is  referred  to  the  report  itMuL 

. ■  — I  ■ 

UION    8Mli^ 

We  had  the  pleasure  of  witnessing  the  launch  of  an  iron  steam  ship, 
buih  for  the  revenue  service  by  Messrs.  H.  R  Dunham  &  Co.,  Archimedes 
works,  under  the  superintendence  of  Capt  Howard,  U.  S.  N.  The  engines 
are  by  another  firm.  She  has  a  single  propeller,  and  is  to  be  full  ship  rig- 
ged. Her  model  struck  us  as  being  remarkably  fine,  and  so  just  arc  her 
proportions,  that  it  was  difficult  to  believe  her  capacity  to  be  above  three  hun- 
dlred  tons.  We  had  flattered  ourselves  with  the  hope  of  presenting  oor 
readers  with  a  minute  accoiint  of  both  hull  and  engines,  but  are  only  toMtd 
to  give  the  former  at  present,  though  we  hope  in  our  next  to  give  full  ac- 
counts of  several  other  iron  ships,  and  small  craft,  now  constructing  in  this 
port.     The  following  are  the  dimeDsions  of  hull  and  material : 


Editorud.  169 

I^eogth  oa  deck,  140  feet  Breadth,  24  feet  Depth  of  hold,  11  feet. 
Tonnage,  340  tons. 

The  size  of  the  ribs,  4^x} ;  30  inches  apart  from  centre  to  centre  ;  con- 
nected to  the  skin  with  3  inch  X  J  knees,  on  each  side  of  rib,  on  every  lon- 
f  itudin^  seam.  The  skin  oT  the  vessel  on  the  floor  and  each  end  including 
upper  streak,  is  of  t  inch  plates ;  other  parts  ,'^  inch  full 

There  are  two  water  tight  bulkheads,  which  include  the  engine,  boiler 
and  coal,  making  three  water  tight  compartments  in  the  hull  These  com- 
municate with  each  other  by  means  of  slide  valves,  which,  in  case  of  leak- 
age, can  be  instantly  closed.  Connected  with  the  forward  of  these  are  the 
coal  bunkers,  which  are  riveted  to  the  bottom  of  the  vessel  and  extend  up- 
ward to  the  deck,  where  they  are  secured  to  the  beams. 

The  deck  beams  are  of  angle  iron,  5  inches  on  one  side  by  Ifxf  thick, 
to  which  the  deck  is  secured  by  means  of  bolts  and  nuts — in  a  very  solid 
and  superior  manner. 

TO   THK   SUBSCRIBERS   OF   THE   AJtERICAN   KAILSOAD   JOU&NiX. 

The  undersigned,  during  his  connection  with  this  Journal,  having  en* 
gaged  in  other  pursuits,  necessarily  occupying  much  of  his  time,  has  been 
frequently  prevented  from  giving  that  attention  to  the  work  which  its  interests 
demand.  He  now  finds  it  expedient  to  devote  himself  entirely  to  his  other 
avocations,  and  accordingly,  having  disposed  of  his  interest  in  the  proprietor- 
ship, his  duties,  as  editor  and  proprietor,  cease  with  the  present  number. 

Having  for  more  than  eight  years  used  the  editorial  toe,  he  begs  permis- 
sion, on  relinquishing  it,  to  say  a  few  words  in  propria  persona.  When  the 
oadersigned  first  became  connected  with  this  work,  the  railroad  cause  was 
rapidly  advancing  under  the  united  forces  of  its  own  nwritsj  and  the  common 
stimulus  then  operating  upon  every  species  of  enterprize.  That  the  tide 
soon  turned,  we  all  know — its  efifects  upon  the  community  geperally,  and  upon 
the  railroad  cause,  will  not  besoon  forgotten.  Thetriids  experiencea  insustain- 
ing  the  Journal,  and  the  loss  to  its  owners,  are  fully  known  only  to  those  most 
interested — they  need  not  be  repeated  for  the  edificaticm  of  others.  Mean- 
while the  good  cause  has  passed  through  such  an  ordeal  as  seldom  tries  un- 
dertakings of  like  character ;  it  is  now  unaided  by  any  undue  stimulus,  bat 
its  own  merits  are  acknowledged  fully  and  universally,  and  by  their  help 
alone  it  is  rapidly  entering  upon  a  healthy  prosperity.  The  untiring  labors 
of  zealous  friends  of  the  cause  have  sucessfully  contended  with  the  host  of  ad- 
vene circumstances  belonging  to  this  disastrous  period.  To  these  friends  the 
Railroad  Journal  has  mainly  owed  its  continued  existence — not  only  have  they 
enhanced  the  value  of  its  pages  by  their  contributions — but  aieooraged  anii 
sustained  its  publishers  by  the  substantial  aid  of  promptly  paid  subscriptions. 

The  undersigned  would  leave  undischarged  an  imperative  but  welcome 
duty,  were  he  to  pass  by  this  opportunity  of  gratefully  acknowleding  these 
various  acts  of  kindness,  shown  to  him  as  connected  with  the  Journal.  Bat 
more  than  this  he  feels  bound  to  say.  In  his  personal  intercourse  with  the 
members  of  the  profession,  and  others  interested  in  railroads,  he  has  uniform- 
ly received  the  most  courteous  treatment,  and  has,  in  many  instances,  been 
led  into  association  with  those  whose  friend^ip  he  flatton  nimself  will  out- 
last his  formal  connection  with  the  Railroad  Journal. 

By  a  transfer  of  his  share  of  these  kindly  offices  to  Mr.  Minor,  the  friends 
of  the  undersigned  will  not  only  confer,  a  personal  obligation,  but  likewise 
aid  in  the  just  and  proper  restoratioa  of  these  ftvors  to  their  original  reciinent. 
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In  DO  way  can  the  well  wnbere  of  the  Journal  render  it  more  inkBOTtuat 
aid  than  by  frequent  contiibutions  to  its  pages,  while  from  die  namber  of 
those  already  enlisted  among  its  regular  contributers,  its  increasing'  in- 
terest and  value  may  be  found  guaranteed. 

Although  released  from  all  charge  over  the  Journal,  the  undersigned  will 
remain  as  much  attached  to  its  interests  as  ever,  and  also  propooes,  as  &r  u 
other  engagements  will  allow,  to  continue  to  write  for  its  pages. 

In  conclusion,  the  subscriber  offers  his  beat  wishes  for  the  health  and  pro^ 
perity  of  the  friends,  subscribers  and  worthy  conductor  of  the  American 
Railroad  Journal     Long  may  it  flourish.     Success  to  the  railroad  cause. 

GfCOBGE    G.    SCHAErrEK. 


From  the  preceding  valedictory,  the  re*den  of  the  Railiowd  Journal  will  1— m  that  Mr. 
George  C.  ScHAErrsR,  who  has,  Cx  the  pact  eight  yean,  been  the  panctpal  editar,  witli- 
(Iraws  from  his  post.  In  parting  thuB  with  an  associate  and  friend,  who  lo  kng  stood  b^ 
my  side,  while  I  was  able  to  sustain  my  pontion ;  and  who,  manfidly  and  alone  for  years, 
in  behalf  of  the  Joamal,  breasted  the  storm  which  prostrated  me,  with  many  of  its  early 
friends,  uittil  I  could  again  come  to  its  aid,  with  renewed  energies,  I  fori  called  itfoa 
to  bear  testimony,  aa  well  to  his  uniibrm  kindness  and  courtesy,  in  our  business  relatioiM, 
as  to  his  ability  and  discretion  in  the  discharge  of  his  editorial  duties.  When  Mr. 
Schaeffer  first  entered  upon  his  duties  as  editor,  the  condition  and  prospects  of  the  railroad 
system,  and  hence  of  the  Raihood  Journal,  seemed  to  warrant  the  opinion  that  hii  eflbrts 
in  tb*  caon  would  meet.with  a  liberal  reward  ;  but  I  regret  to  say  that  such  has  not  been 
the  result,  and  therefore  I  cannot  complain,  however  m^och  I  may  ngnt,  that  h»  i»> 
linquishes  his  station  to  seek  another  which  may  yield  him  a  better  return ;  and  in  taking 
leave  of  him  as  an  associate,  after  so  long  a  period  of  constant  and  harmonious  intercourse, 
amid  the  trying  scenes  of  the  past  seven  years,  I  cannot  refrain  from  exprOMing  my  ardent 
hope  that  he  may  be  vnoccasfiil  in  his  present  pursuits,  eren  in  pwyurtion  to  his  stofing 
tuukm    a  mearan  of  nswni,  which,  if  realised,  wiD  yield  him  aM  that  is  desirable  in  Ufr. 

One  word,  n«w,  in  relation  to  the  ftiture  coarse  of  the  Joamal.  Am  heretoiore,  it  wiB 
be  maialy  devoted  to  the  caoia  of  internal  impiDvemenU,  and  especially  at  tailnM«a.  Ma 
columns  will,  however,  be  open  to  a  free  and  full  discussion  of  the  merits  of  the  didennt  ajm- 
tenM,  and  of  different  works.  Truth,  being  mighty,  is  sure  ultimately  to  triumph,  as  I 
believe  railroads  arrdestined  to,  over  every  obstacle ;  and  to  become,  in  this  coantr7,tbe  bonds 
of  nnian  and  tba  toads  to -#««liH  the' Increased  intelBgence  and  happiness  of  the  people. 

Enieitatmag:  these  viewiV'*"*^  believing  that  we  have  had,  in  this  country,  amiile  exp^ 
rience,  without  refisiring  to  Europe,  to  e^ablish  their  superioiity  ortj  every  other  made  of 
intercommunication,  I  hope,  with  the  continued  aid  of  those  friends,  and  ray  late  'Trriiatf, 
who  have  labored  so  anlently  ibr  the  cause,  together  irith  others  who  have  promised  their 
ooKXMratkn,  tst  make  ^e  RtaaoiD  Jocvhal  the  apiitO|iiiate  medium  for-dissmiitiating  tlw 
lesulu  of  tfae  cxperieoee  of  our  numerous  able  and  scientific  engineei*,  and  mackinMlsi 
and  thus  to  command  <he  liberal  patronage  of  those  whose  interests  ai«  so  laraely  idanti- 
ficd  with  the  system.  A  few  cojpies  of  this  number  will  be  sent  to  friends  oiTtlie  cauM, 
ia  different  parts  of  the  coantry,  with  the  hope  of  secartng  their  aid  in  its  more  general  or- 
aobtion-  and  akoald  it  neat  with  a  Cordial  reception  and  prompt  rKum,  I  shall  be  en- 
couraged to  natnuA,  aod^  I  trast,  Bvccessful  efforts  to  make  it  still  man  uaeftil  than  it  has 
hitherto  been. D.  K.  MiNoa. 

We  h^ve  only  space  to  acknowlfodge  the  receipt  of  the  report  of  the  Baltimore  and  8a^ 
qiMltannah.  r«iln«d  osrapany  for  IQO—ibe  "  report  of  the  engineer  oa  the  route  surveyed 
fitfitlM  iwsrthsT*  Tsiliiai,  fitna  Cenoosi  to  Lebanon,  N.  U."— th«  "  proceedings  of  Ifaa 
stockboider*  of  the  Louisville,  Cincinnati  and  Charleston  railroad  company — and  of  tbr 
south  w^sstem  railroad  bank" — and  also  of  the  pamphlet  of  "  Examiner,'  in  nUttoa  t&  tfas 
Readingraihoad — all  of  which  we  shall  look  into  and  perhaps  refer  to  again.  , 


■ill,      l&Baitai 
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